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Locomotive Parallel Rod. 


We give herewith an engraving of a parallel rod designed 


by Mr. J. N. Lauder, President of the Master Mechanics’ 


Association, and used by him on the locomotives of the 


Northern (New-Hampshire) road. This rod was referred to 


in the discussion on fast passenger engines at the Master 


Mechanics’ Convention. 


The engraving, which shows very clearly the construc- | 


tion, includes a side view of the rod, a cross-section through | 
the centre of the rod, a longitudinal section of one end and | 
a separate view of one of the brasses. As will be seen, the | 
rod has solid ends and the brasses are of such form as to! 
permit their insertion from one side; the flanges on the | 
outer side are long enough to cover the opening in the end. | 
The brasses are held up to their place by keys, which are 
kept from working in the usual way by a set-screw above 
and pin or split key below. The wedge or packing-strip 








switches, it can hardly be said that we have found the frog 
of the future. We have frogs in useof all grades; good, bad 
and indifferent; and while there are some very good frogs, 
the best of them are open to improvement. It is not in- 
tended here to go into a discussion of the merits and de- 
merits of the various frogs in use, but rather to give an idea 
of the requisites of a perfect frog. The main idea is tomake 
| the path of wheels as continuous and unbroken as possible. 
| The spring-rail frog supplies this demand very nearly when 
in good condition, but for reasons well known to those who 
use it, it is unsafe and unreliable. The coming frog must te 
of such a construction as to carry wheels over the point of 
| crossing as smoothly as though it were a continuous rail. The 
best frogs now in use are very destructive to rojling stock, and 
are themselves expensive to keep in repair. A day or 
two since the writer was in one of the best kept 
yards in the country, seated for a few moments in a switch 
house. A frog near the door seemed to have a peculiar rattle 
as trains were passing. The frog was a rail frog with cast 

blocks interposed between the rails and fastened with trans- 

verse bolts passing through rails and blocks. At the pointof | 

| the frog a wedge-shaped block was placed on either side of 
the point, and two 1-in. bolts passed through the entire frog 
| transversely to hold it from spreading and to secure the 


| point. On inspection one of those bolts was found to be 
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now constructed, the tread of the wheel must make a jump 
from one support to another ; that is, in passing from the 
wing rail to the point, or vice versa, Although the jumpis 
a short one, it acts as a heavy blow on either the point or 
wing rail, and soon pounds it t6 destruction. Let the in- 
ventor prevent this effectually, and he has a duzen fortunes 
at his command. 

Rail-joints and joint fastenings are a matter that every 
railroad owner should be interested in, if the officers are not. 
To produce a perfect joint support is not the easiest thing in 
the world, but one has been found that is very near perfec~ 
tion. This has reference to the ‘‘re-inforced ” joint on the 
Pennsylvania Railroad. This is nothing more or less than an 
angle bar of the length of the ordinary 4-bolted fish bar. 
This splice seems to be nearer the normal strength of the 
rail than any other in use. 

It has been before pointed out in these columns that 
it is possible to make a rail-joint too strong. At first 
thought this may seem a little strange, and, to use a 





| is 


common phrase, a ‘‘little mixed,” but a close investigation 


| will reveal the fact that the joints should yield to pressure 
| the same as any other portion of the rail, 


There is a con- 


stant wave of deflection or depression of the rail in advance 
of a loaded wheel, and so long as this wave is uniform there 
oscillation, 


no vertical but if this wave 























rv 
1. 
T 
4 
ee 












aa ccp o 


al 





— 
a ee | 


si 
> 


¥ 













































NSA 
ce Gar 





LOCOMOTIVE PARALLEL ROD. 








~ 






























8x — 2%Q* 4 


—'3'2— -F 





. 








agony aps 








Northern (New Hampshire) Railroad, J. N. Lauder, Master Mechanic. 


between the key and the brass is made deep enough to be 
slotted for the key about one-half 1ts depth. 

The rod is simple and neat, and isa very good specimen 
of the solid-end class of connecting rods. 








GSontributions. 





Switches, Frogs and Track-Work. 


To THE EDITOR OF THE RAILROAD GAZETTE : 

Good things come slow. When one brings out a new device 
every one is ready to throw cold water on it. No one sees 
any good in it, and the inventor is discouraged on every 
hand. But if, perchance, he is fortunate enough to have his 
contrivance tested and it proves valuable, it will, in time, 
work itself into public favor. Among other improvements 
that came slowly into general use is the split switch. When 
this switch was first brought out it was difficult to bring it 
into notice, and the few who had the courage to give it a 
trial were afraid they had done a foolish thing. But after a 
time this fear wore away and gave place to a growing con- 
fidence that there was real merit in the switch. The roads 
that first gave it a trial put it in all along their 
lines, and others soon followed suit, and now it 
appears to be the switch. At least it is con- 
sidered so on all well-regulated railroads. Considering 
the cost, durability and safety of these switches, they may 
be regarded as superior to any other switches in use where 
the nature of the location will permit of their use. 

It is not known to the writer whether there is any existing 
patent on this switch or not, and these remarks are not made 
in the interest of any one other than such railroad companies 
as may not know of the real merits of this switch. There 
are many railroad menin this great country who do not 
know of all the good things, and it is for the benefit of these 
that the foregoing remarks have been made. While wemay 
reasonably conclude that we have reached perfection in 





broken, and, being loose, it caused the rattling. The atten- 
tion of the switchman was called to the broken bolt. ‘That 
was a new bolt put in yesterday,” said he; 
|amination the other bolt was found to be broken. 
| were the two most important bolts in the frog broken and 
| the point loose and decidedly dangerous. 


| day with a supply of bolts to replace the broken ones, and 
| that he bardly ever comes to that frog without putting in 
one or two bolts. This vigilance is commendable on the 
part of the track foreman; but why keep so many of these 
rattle-traps in use when there are so many better ones to be 
had? This may be accounted for by the fact that the 
patentee is an officer of the road. 

But to return to the coming frog, it must not be made up 
of complicated parts or liable to derangement. It is not ex- 
pected that a frog will ever be produced that will not need 
watching, but as our mechanics can accomplish anything 
they undertake (barring perpetual motion), we may, at no 
distant day, expect a perfect frog. 

Many efforts have been made to carry wheels smoothly 
over frog points by providing a cast bed, raised in the neck 
or throat so that the wheel flanges receive a portion or all 
of the weight when passing the frog point. This is a mis- 
chievous practice and should be abandoned at once. It is to 
this that broken wheels may be charged to an unlimited ex- 
tent. The wheel flange should never be called upon to bear 
any portion of the load which it is the duty of the tread to 
bear. There is no member of a locomotive or car truck 
that has a greater responsibility or a more important duty 
to perform than the wheel flange. Of course the tread car- 
ries the load, but if it were not for the flange it would carry 
it into the ditch as soon as anywhere else. The 
flange is designed especially for lateral strains and not 
to “tide” heavy loads over frog points, and the inventor of 
the frog we are looking after will do well to bear this in 
mind. But, to be brief on the frog question, as the frog is 





and on ex-|at the joint as at any other portion of the 


| 
Here | 





broken or undulating it causes a very disagreeable 
oscillation. There should be just as much depression 
rail, 


and no more. If the joint is capable of supporting 


| a greater weight than the middle of the rail there will be 
The switchman | 
| says that a trackman passes that way two or three times a | 


less elasticity there than anywhere else, and the effects are 
both disagreeable and damaging. The angle-bar splice 
above mentioned seems to be strong enough both vertically 
and laterally, and has the requisite elasticity to secure a 
uniform depression, which is the needful thing to the smooth 
running of trains. Of course these angle-bars should be 
proportioned to the weight of rail in order to secure uniform 
elasticity. The joints of the Pennsylvania Railroad are 
suspension joints, and the angle-bars are bolted with the 
ordinary fish-bolts with nuts secured by the Verona nut-lock. 
All the joints of this class examined by the writer were 
found to be tight and snug, with no loose nuts and no pound- 
ing of ends of rails by the heaviest locomotives. 
Roadmasters should not forget that now is the time to put 
in new ties and ballast. Ties and ballast put in late in the 
season give trouble during the winter on account of the 
absorption of excessive moisture by the newly disturbed 
road-bed. Ties put in before the ist of October will come 
down to a good bearing before cold weather sets in and will 
remain in good surface, whereas those put in later will 
heave when the ballast freezes. Get in your ties and ballast 
as soon as possible. Wu. 8S. Huntineton, 





Stand ard Time. 





To the Directors of Railroads in the United States : 
GENTLEMEN : The operation of railroads in the United 
States has been plainly marked by epochs which stand out 
clear and sharp like the mile-posts along its course. Thus 
we note the introduction of the telegraph system, the bogie 
truck system, the postal system and the hotel and sleeping- 
car system, which make traveling in our land over cheaply 





464 


THE RAILROAD GAZETTE. 





[AveusT 26, 1881 








constructed roads so immensely superior to what has been 
attained in Europe on roads built and maintained at enor- 
mous cost. 

But another epoch is clearly at hard. In what direction 
shall we look for the next step, the next great advance all 
along the line? Iam sure you: half anticipate my answer. 
Gentlemen, it is the standard time epoch! This fact forces 
itself upon your minds daily, causing an indefiuable dread of 
the future, for which you have not been able to make any 
adequate provision. Trade hasbeen increasing beyond all 
precedent, junctions with new roads have been made in un- 
looked-for localities, and you have been often obliged to ac- 
commodate these strangers upon your own tracks. Time 
schedules have to be continually remodeled to meet the 
ever increasing demand for expediting freights and passen- 


rs. 

Right here we are met with that exceedingly wise old 
saw, ‘‘ Order is heaven's first law.” Time is the chief factor 
in the orderly transaction of the duties of a railroad mana- 
ger, but of all things this proves to be the most unmanage- 
able. We managed to get along somehow with a light trade 
and slow freights by keeping a sharp lookout, and waiting 
an uncertain length of time at crossings and junctions, but 
now competition urges us resistlessly forward and will take 
no denial. The strain upon the minds and bodies of em- 


placed in circuit with the Washington Observatory; the 
action upon this clock would be automatic. This latter 
arrangement is already in use in Great Britain, the railroad 
clocks throughout that country being run to Greenwich 
time. 

The true time at Washington being known, and also the 
longitude of the railroad depot, it would be an easy matter 
to give true local time, which would be found of great im- 
portance and be highly appreciated in all large cities. 
Vessels in ports at distant parts of the Union have no cer- 
tain data upon which to estimate the amount of change 
which may have taken placein the rating of their chronom- 
eters, which is well known to be a matter cf almost 
national importanee. 

The railroad companies, therefore, by helping themselves 
in the manner indicated, will not only lengthen the lives of 
their faithful employés, and make their lives more plensant; 
but will at the same time throw a great safeguard around 
their property, and scatter blessings more numerous amongst 
the people than they can possibly imagine. These changes 
can be brought about with so little trouble and expense as 
will lead them to wonder they had not done it before. 

If this communication suffices to develop a feeling of in- 
quiry and a determination to act in the matter, it is pro- 
posed that one person in each company be detailed to attend 





are very comfortable, anda great improvement over those 
ordinarily found in cars. 

The engraving of the basket or parcel rack requires no 
description. The neatness of the design will speak for itself. 
It isa combination of bronze and wood work and makes 
one of the most ornamental features of the car. 





Official Report of Joint Executive Committee Meeting. 


No. 346 Broapway, NEw YorK, Aug. 10, 1881. 
Pursuant t. call of the Chairman, the Joint Executive 
Committee convened this day, at 12 m., at the office of the 
Chairman, the following companies being represented : , 
Baltimore & Ohio, i. H. Smith. "1G 
Cairo & Vincennes, Albert Fink. 
Canada Southern, H. B. Ledyard. 
Central Vermont, Lansing Millis. 
Cin., Ham. & Dayton, A. H. McLeod. 
Chicago & Alton, H. B. Ledyard. ' 
Clev., Col., Cin. & Ind., O. B. Skinner. \ 
Detroit, Lansing & North., J. B. Mulliken. 
Fitchburg, Albert Fink. 
Grand Trunk, and Chicago & Grand Trunk, Albert Fink. 
Great Western, G. B. Spriggs. 
Grand Rapids & Ind., W. R. Shelby, A. B. Leet. 
Indianapolis & St. Louis, O. B. Skinner. 
Indiana, Bloomington & Western, H. C. Diehl. 
Lake Erie & Western, E. H. Waldron. ; 
Louisville, Cincinnati & Lexington, S. B. Jones. 
Louisville & Nashville, S. B. Jones. j 
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ployés is daily becoming greateron account of the multi- 
plicity of standards of time which essays to govern this im- 
mense traffic. 

Gentleman, let us reason together; do you not think it 
possible that all these standards may be reduced to one ? 
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SEAT FOR PENNSYLVANIA RAILROAD STANDARD PASSENGER CAR. 


| to these matters and together constitute a standing “com- 
mittee, with power to act in the premises. 
F. T. NEWBERRY, C. E., 
Asst. Eng. 8. P. R. R. Co. 
SAN FRANCISCO, Cal. 





The large cities through which your roads pass are ail) 
jealous of their local time (and you know that some of them | Pennsylvania Railroad Standard Passenger Car. 
can count four or five, if not more), and why should that be | Seat and Basket Rack. 
the controlling power in the operation of your roads? Let | “Tv. 
the railroads continue to give them local time-tables, while 


; ‘ Generally there is no part of a car in the design and con- 
operating their trains with a time of their own, whose rami- | .tryction of which so little skill and so much ignorance are 
fications are now so great as to place them far above all | gispjayed as in that of the seate. There is no part either 
these annoyances if they would only take concerted action | which can minister so much to the comfort of the traveler. 
in the matter. 





And now, by way of setting the ball rolling, it is proposed 


hope that they will elicit responses according to the gravity 
of the circumstances. 


It is proposed now to give railroads a time exclusively | 


their own; it shall be alike at the same instant in all parts of 
the United States; it shall be checked daily all over the 
Union at midnight at Washington Observatory, and 
shall be under the immediate control of the chief 
signal officer of the United States. The new time 
shall be written in such a manner that it cannot possibly be 
mistaken for local time in any part of the country; it shall 
be written without a.m. or p. m.; each circuit of the sun 
shall consist of 10 hours, each hour of 100 minutes, each 
minute of 100 seconds; the decimal system here sought to 
be introduced will be. found of great benefit to all engaged 


in making calculations. The changing of standard time into | 
local time can easily be effected by mechanical means, which | 


obviates any errors likely to arise from that source. 

Of course a new style of watch would have to be used by 
trainmen, but it is expected that some reliable manufactur- 
ing firm would contract at a low rate to furnish suitable 
articles and keep them in repair; also furnishing said 
mechanical contrivances for turning railroad time into local 
time. 

Electric clocks would be set up at principal stations and 


| Very properly, then, the authorities on the Pennsylvania 


; : Ae , | Railroad have given especial attention tc the construction | New England ; New York, New Haven & 
to open the campaign with a few propositions, in the | of the seats for their standard car, which are illustrated by | York Central & Hudson River, and Troy & Boston. 


| the engravings published herewith. The plan of construc- | 


| tion is the invention of and has been patented by Mr. C. C. 


Marietta & Cincinnati, R. M. Fraser, 

Michigan Central, H. B. Ledyard. 
on York, Lake Erie & Western, G. R. Blanchard, R. C 

ilas, 

N. Y., Penn. & Ohio, G. G. Cochran. 

Ohio & Mississippi, W. Duncan. 

Pennsylvania Co., W. Stewart. 

Pennsylvania R. R., J. McC. Creighton. 

Peoria, Decatur & Evansville, C. R. Cummings. 

Phil., Wilmington & Balt., J. S. Wilson. 

Pitts., Cin. & St. Louis, W. Stewart. 

Vandalia Line, H. W. Hibbard. 

Wabash, St. Louis & Pacific, Jno. C. Gault, A. C. Bird. 

The following companies, members of the Committee, were 
not represented : 

Boston & Albany ; Boston, Hoosac Tunnel & Western ; 
Chicago, Burlington & weer 

e 


Cincinnati, Indianapolis, 
St. Louis & Chicago ; Evansville & Terre Haute; Illinois 





Mason, of Altoona. In this the seat proper is formed in a 


Midland ; Lake Shore & Michigan Southern ; New York & 
ford; New 


. 


REMARKS OF THE CHAIRMAN, 


The following remarks were made by the Chairman : 
This meeting has been called to coasider the causes which 


| movable cushion frame A, figs. 3 and 4, which rests on the | have led to the present disruption in the maintenance of the 


seat rails B’ B, or lower seat-frame, which is fixed. 

The frame A can move lengthwise of the car. This 

movement is effected by the pressure of the seat-back against 

its edges when the latter is reversed. When they are in the 

in the position represented in fig. 3, the front edge of the 
| cushion frame rests on the seat-rail B’ and the back edge in 

a depression, OC’, This inclines the seat backward, which 
| adds very much to the comfort of its occupant. When the 
seat-back is reversed the cushion frame is moved toward 
the right so that it rests on therail B and in the de- 
pression C’, and is then inclined the reverse way. 

In an article on ‘‘ Drawing-Room Cars,” published in our 
issue of March 18, of this year, some discussion was devoted 
| to the construction of seats. It was then shown that the 

superior comfort of the chairs used in that class of cars is 
due almost, if not entirely, to their greater width measured 
from the front to the back. The usual width of car seats is 
|15to18in. It will be seen that the one illustrated here- 
| with is 19 in. wide. The fact that it is inclined backward 
gives it additional comfort. The result is that these seats 


tariff rates established by this Committee, and tv devise 
proper means for their future maintenance. 
The present tariff went into effect on the 15th of June, 


|upon the basis of 20 cents per 100 Ibs., on eighth class, 


Chicago to New York, or about 0.4 cents per ton per mile, 
which is less than the average cost upon any of the roads 
engaged in this traffic—even on the cheapest operated road; 
but the actual rates which have been charged, since about 
the 17th of June are upona basis of about from 12 to 15 
cents, or from 0.24 to 0.3 cents per ton per mile, which is 
less than one-half of the average cost of transportation upon 
most roads engaged in this business. 

A circular was issued from this office on the 30th of June, 
to ascertain whether the 20-cent rate could not be main- 
tained. Every member of the Committee expressed him- 
self in favor of maintaining this rate—under the condition, 
however, that all the others should strictly maintain it. No 
such guarantee could be given by this office. The cause, 
theretore, of the railroad companies working for less than 
cost, as they do at present, lies simply in want of confidence. 
The managers do not trust each other’s promises—that each 
would strictly adhere to the agreed rates. 

This want of confidence is, of course, well justified by past 
experience. It would, however, do great injustice to the 
railroad managers of this country to assume that the con- 





stant and repeated failure to carry out agreements in regard 
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to the maintenance of joint tariffs was owing to the want of 
honesty on their 4 

The true cause of this failure must be found in the great 
difficulty of controlling tariffs, owing to the circumstances 
under which it is attempted. 

It is simply impossible to carry on an active competitive 
strife between so many rai having such conflicting 
interests, and at the same time to maintain agreed iffs. 

I am free to say that until lately I have labored under the 
impression that the tariffs could be maintained if it were the 
honest intent on the part of the railroad managers to do so. 

The late events, which have led to the present disruption, 
have convincéd me that, even with the most sincere inten- 
tion, it is impracticable; and if that sincerity is wantiug, it 
is impossible to maintain the established tariffs. The main 
difficulty lies in the present method of soliciting traffic 
through the co-operative line organizations, which were es- 
tablished with the special view of securing to each company 
the largest sbare of tonnage, and not with the view of main- 
taining agreed tariffs, and obtaining proper compensation 
for the service rendered by the rai companies. 

Under the rules of these organizations, the soliciting 
agents are subject to the orders of any of the general freight 
agents forming the lines at the points where the business 
originates. If any of these many freight agents believe 
that some competitor has reduced the tariff rates, he can 





authorize a similar reduction, without consultation with the 
other members of the line. Thus, it is placed in his power 














all control over their property. The stockholders, in the 
first place, surrender their control toa board of directors; 
the d of directors surrender it to the President, the 
President surrenders it to a General Manager, who in turn 
surrenders it to the general — agents of his own and a 
— number of other roads, who in surrender it toa 
arge number of soiiciting agents, finally these soliciting 
agents surrender it to the shippers. The shippers practically 
make their own rates. The result is utter confusion and 
demoralization of tariffs, and no end of unjust discrimina- 
tion between shippers and localities. . 

This, of course, is not the theory on which this great rail- 
road property is supposed to be , but, unfortu- 
nately, it is only too often the practice. At the present 
time it is the practice with a large number of railroads in 
this country. 

The Joint Executive Committee was organized for the 
purpose of removing, so far as practicable, the many great 
difficulties which I have just mentioned, and which stand in 
the way of the intelligent control and proper management 
of the railroads. 

The conduct of the business under the Joint Executive 
Committee has already resulted in t improvement; but. 
unfortunately, some of the essential features of the plan o 
the organization have never been carried out, in other cases 
the established rules have been intentionally and utterly dis- 
regarded. 

I propose to review the practical operation of the com- 
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advantage, because the time required to make the investiga- 
tions, and the im ibility under the system I have 
described to trace the responsible party, enabled the parties 
who violated the agreement _ to secure all the business while 
the complaining party relied on and waited for the protec- 
tion of the committee 

To prevent this injustice, the agreement of March 11 was 
made, which authorized the manager of any company, who 
was convinced that some competitor had reduced rates, to at 
once ask for a general reduction of the tariff, thus putting 
all roads and all shippers on the same footing, and prevent- 
ing the guilt party rom reaping any benefit. 

The fact that such a remedy e it was supposed would 
prevent further violations of agreements: but results subse- 
quent to March 11 have shown that it is impossible, even 
with the best intentions of the managers of the principal 
roads to permanently control tariffs, as long as the present 
— ° as traffic is allowed ? be a 

n view of past experience, wo sompoattely 
suggest that the rule of the Committee be so amended as to 
place the responsibility of maintaining rates upon a single 
officer of the road upon which the traffic originates, be it 
either the General Traffic Manager or the General Freight 
Agent, and to permit no one else to make rates for such 
traffic. 

I know that the adoption of this rule would be no absolute 
safeguard or security for the strict maintenance of rates, 
as it may also be violated, but it would, at least, fix the re- 
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to make rates over the numerous roads that form part of the 
line, and over the trunk roads, and he can do so, whether 
his action is based upon a sincere conviction that some other 
line has preceded him in reducing the rates, or upon the 
mere desire to benefit his own road at the expense of his 
competitors. 

In either case the connecting roads, who may have an in- 
comparably larger interest in the business than the initial 
road, practically surrender the power of controlling their 
own property tothe agents of other roads. There would, 
however, be no difficulty in permanently controlling the 
tariffs under this arrangement, if the power of making rates 
were confined to and actually exercised by no one else but 
the General Freight Agent of each road upon which the traffic 
originates. 

But in practice the general freight agents upon whose 
roads the traffic originates do not and cannot always exer- 
cise that control, because they must necessarily be guided by 
and rely to a great extent, if not altogether, upon the re- 
ports and jalgueens of the soliciting and sub-agents, to 
whom finally the real power of controlling tariffs is vir- 
tually surrendered. To add still further to the confusion, 
and make it more difficult to fix the responsibility for viola- 
tion of agreed rates, the general managers sometimes enter 
into special pene rg with ship; without the kaowledge 
of the General Freight Agent or line agents, and, to make it 
still worse, the Eastern trunk lines make special contracts 
on east-bound traffic over Western roads, whenever they 
see fit, or give directions to that effect to the line 

nts, without the knowledge of the General Freight Agent 
of the road upon which the traffic originates, thereby violat- 
ing the agreement that east-bound tariffs should be under the 
exclusive control of the Western roads. Thus no one 
knows, or can know, in whom is lodged the power of making 
rates or who does actually exercise it. In case of violation 
of agreed tariffs, it is utterly impossible (as I can testify 
from four years’ experience) to determine where the respon- 
sibility lies. Under such a system, or rather want of a 
system, the soliciting agents become practically independent 
of all control. bas | get, generally, instructions to meet the 
reduced rates which may be made by their competitors, or 
which they suppose have been made. The soliciting 
agents, acting according to such instruction, only too 
readily accept any statement the shippers may see fit 
to xe, and as the shippers do not disdain using misrepre- 
sentations to stimulate competitive strife among the railroad 
agents, they generally succeed in securing for themselves 
very low rates, without the least regard to “ the cost of ser- 
vice.” In this way the rate-making power is virtually sur- 
rendered to the shippers. The ‘proprietors of the roads lose 


mittee during the past two years, and show in what particu- 
lars it has failed to accomplish the result desired 

The theories upon which the Joint Executive 
relied to control the tariff questions were: 

First.—That the gencral manager of each road represented 
on the Committee was ina position to control the tariffs 
over bis own road, and would do so if he agreed to. 

This has proved a fall icy. 

Article 23 of the organization provides, that ‘* members 
who represent the different companies on the Joint Execu- 
tive Committee shall alone have the power to make, change 
and enforce all through passenger and freight rates, and 
exercise such power over all officers, soliciting, contracting 
and other agents, as may be necessary for the maintenance 
and enforcement of the agreed rates.” 

The agreement of March 11, 1881, further enforces this 
rule. Article 2 provides: 

II. ‘‘The undersigned hereby bind themselves to with- 
draw all power and authority from any subordinate officers, 
or line agents, to vary from the established rates in the 
least particular; and the undersigned herewith assume the 
full control of the rate making power over their roads, and 
hold themselves —— to each other for the strict main- 
tenance of rates, it being understood that, if any rates are 


* Committee 


signed, except it can be shown that it was done by mistake 
or direct disobedience of orders.” 

The object of these articles was to concentrate the rate- 
making power in the hands cf the responsible managers and 
the fewest possible persons. 

I have already pointed out the reason why the general 
managers cannot and do not control tariffs over their own 
- in case such roads form a part of any co-operative 

ne. 

Second.—In order to determine the responsibility of vio- 
lating the tariffs, Articles 15 and 16 of the organization pro- 
vide that ‘‘ All companies are to make all complaints as to 
direct or indirect violations or evasions of rates, promptly, 
by wire or mail, to the Chairman of the Committee, and not 
to take any steps to meet any all abutements or eva- 
=~ of rates by other lines until the Committee has acted 
thereon. 
re. this er Pie My eg strictly Camp to, 3 would mee 

m possible the responsibility upon the party who 
first varied from the agreed tariffs, and, perhaps, to prevent 
further reduction. 

But, unfortunately, little attention has been paid to this 
rule. The fact was also developed, that when parties acted 





upon it in good faith, they placed themselves at a great dis- 


cut upon any of the roads controlled by them, it shall be | 
presumed to be proof that it was authorized by the under- | 


sponsibility somewhere, and thereby lead to a great im- 
provement over the present methods. 

Third.—Many of the difficulties which I have mentioned 
were anticipated, and in order to overcome them as far as 
possible, the Standing Committee was —— which 
consists of the five representatives of the trunk lines. 
That committee was especially relied upon to super- 
vise and check the transactions of the numerous 
connections of the trunk lines, All the traffic from the 
West has to pass over the trunk roads; this puts it in their 

wer, if working together as a unit, to check any irregu- 
arities. They could refuse to be bound by contracts 
made by Western connections at less than the 
tariff, and ina variety of ways exercise a wholesome in- 
fluence that would at oncecheck any tendency toward de- 
moralization of rates. The success of main g rates, 
especially during the early period of the existence of the 
Joint Executive Committee, was due in a great measure to 
that control which was then exercised. Latterly, however, 
owing to a want of confidence between the trunk line 
managers themselves, this control has not been exer- 
cised, and therefore it was easy, to find means to evade 
it altogether. Cases have come to my know 
where the agents of small Western roads, in spite 
of instructions from the trunk lines to maintain rates, 
have made private contracts, hoping that at some future day 
the trunk lines would —— in the reduction. The 

resent disruption is mainly due to these causes and to the 

ailure of the trunk lines to hold their connections to a more 
strict observance of the established tariffs. Without sincere 
co-operation between the trunk lines; without the strict ob- 
servance of agreements by themselves; without their joint 
action to secure the maintenance of tariffs by their respect- 
ive connections, it will be utterly impossible and useless to 
make any other efforts at maintaining tariffs. 

The fourth method upon which the Joint Executive Com- 
mittee relied for the attainment of its objects, and perba 
the most important one, was the plan of apportioning trafic 
between ng gen lines and the adoption of the principle of 
arbitration in case of disagreement upon any question 
which, if unsettled would Jead to a war of rates. 

Article 26 of the o ion provides, ‘“‘In view of the 
differences aon Rees arise in i Executive an 
mittee, we er agree, a8 an essen’ any permanently 
successful results, the distinct tion of the principles of 
arbitration. * * * * That an ‘erences, of whatever 
nature, arising in said Joint Executive ittee, upon 
which the Joint Executive Committee is not unanimous, 1 
be promptly referred to the said Board of Arbitration ; and 








the decision of said Board of Arbitration, or that of a 
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majority of its members, shall be final and binding upon all 
parties, 


agreements of March 11 reaffirm the principle of the 
division of traffic. Article VI. reads: “It is the judgment 
of the parties to this agreement that the division of all 
classes of freight in both directions should at once be pro- 
ceeded with, and perfected between all the roads, both 
terminal and connecting, to the fullest oe ope: extent; and 
thus, by assuring all parties a fair share of the traffic, 
remove the motive for cutting rates, and restore confidence 
between the contracting Fate ony P 

This agreement was thought necessary and esseatial for 
the proper management of the roads; it was signed by 
all members of the Committee. If it had been promptly 
py out, the present difficulties might have been pre- 
ven 

The experiment to maintain rates without the protection 
of the apportionment of traffic has been tried so often and 
failed, and each failure has only increased the want o7 con- 
fidence, and hence the difficulties of the problem. 

Only a few efforts.have been made so far to divide east- 


bound traffic. The division made so far covers only a very | 
ge of the competitive business, perhaps not | 


small nta 
more n one-twentieth, leaving the remaining nineteen- 
twentieths open to competitive strife. 


Even the agreements at the different points al 
tate- | 


ness has been divided have not been carried out. 
ments, however, showing the amount of traffic carried by 
each competing road have been exchanged, but without any 
attempt at agreed distribution. 


amount of traffic carried, and by removing the suspicion of 


— ee ee ee 


‘ 





w 9, 6 3 
bere Feo et 


Even these statements have | 
assisted very much in maintaining tariffs, by showing the | 


fener of the call, whether he would not address the meet- | road from all responsibility for the violation of the agree 
ng. 


ment, and attributing the nsibility to the Western con 
nections of the Erie road, whom Mr. Rutter believed the 
Erie road was unable to control. 

Mr. Blanchard further said the question now was, ‘‘What 
is to be done?’ He thought two things should be done: 
First, the Western lines should have full control over east - 
bound rates, and the Eastern lines over the west-bound 
rates; that none of the trunk lines should go into Chicago, 
Cleveland or Cincinnati, etc., and make rates for the 
Western roads on east-bound traffic: second, the Western 
roads should es their business at the initial points, and 

ol it, not only between themselves, but between the trunk 
ines also. 

The Erie road is willing to submit the division of traffic, as 
far as their road is concerned, to arbitration, and submit to 
arhitration any and every question that might arise, and 
could not be settled by the roads themselves. 

That he desired this statement of the position of the Erie 
Railroad should be embodied in the proceedings of this 
meeting. 


MR. GAULT’S REMARKS. 

Mr. Gault said he had taken great interest in the present 
| contest, and had used his influence to secure a meeting of the 
| Committee in order to ascertain the cause of existing difficul- 
| ties, and how they could be remedied. That he had listened 
| with much interest to the remarks of the Chairman, setting 
| forth the difficulties that had been encountered in carryin 

| out the agreement of the Joint Executive Committee, an 

| that he agreed in the main with the views expressed by the 
| Chairman. He thought that one of the principal causes of 
| these difficulties was, that the Eastern roads were allowed 
| to make the east-bound rates. In his opinion this fight was 
| started by the line agents cutting rates while acting under 
| the instructions of the trunk lines, He believed that the 
| representatives of the St. Louis roads would agree with him 
| that they were not the agressors. Heretofore he had only been 
| connected with roads that absolutely controlled their own 
| tariffs, and he was opposed to allowing the Eastern roads to 
| change east-bound rates, after the committee had a 
upon a joint tariff. That he felt that the Western roads| After further discussion upon the subject it was decided 
shold have some control over east-bound rates,and have! that no specific action could be taken on the recommen- 
some voice in determining what prices they should get on | dations of the Chairman at this meeting, but after the report 
business over their lines. But unless his neighboring lines | was printed the matter should be taken into consideration ; 
would join him in his efforts to secure these results, nothing | that, in the meantime. the Western roads would consider the 
— be — “ this pee gery The — roads — — | question of a sub-division of traffic. 

tically under the control of the trunk lines on east-bound as 7 . 7 

| well as west-bound business. If the other interested roads “S'ORATION AND Pe a er eter ee 
would join with him, he would be willing to enter into any | RATES. 

pool agreement to charge moderate and reasonable rates,| The Committee then took up for consideration the ques- 
| and allow the trunk lines to continue their fighting to de-| tion whether; the present east-bound tariff on the 20-cent 
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the competing roads that one or the other was carrying all 
the business. 

In my opinion there is no prospect for the proper man- 
agement of the competitive traffic other than by the appli- 
cation of the general plan originally laid down by the Joint 


Executive Committee, and the sooner itis perfected and 


carried out the sooner can reasonable compensation be 
Y to the railroads, and the public can rely upon reason- 
able, uniform and permanent rates of transportation. 


It is in the power of the Western roads upon which the | 


traffic originates to divide their traffic by agreement, with 
their connecting roads, from point of origin to point of des- 
tination. 

Statistics have now been collected and were presented for 
your consideration last December, showing the distribution 


of traffic over the different roads, as it has taken place for , 


some time past; they will aid you in an equitable division of 
traffic. In case satisfactory conclusions cannot be reached, 
then the Board of Arbitration is ready to decide between 
you. 

The meeting of April 27 was called for the purpose of 
agreeing upon divisions, but no progress has since been 
made. 


I am fully aware of the many difficulties to be encountered 
in carrying out this plan, but the greater the difficulties the 
greater the reason that efforts should be promptly made to 
overcome them. The division of traffic is the surest and 

ly method by which rates can be permanently maintained, 
and by which reasonable compensation can be secured to the 
railroad companies. 

The question of rates is, of course, entirely independent of 
the division of traffic. e@ tariffs can be made as low as 
any of the companies desire, or think it to their interest; but 
whatever tariffs may be made, they should be maintained 
alike by all competitors, and be peogerny, adjusted between 
the different localities, thereby avoiding the unjust discrimi- 
nation so itiseparable from a war of rates, and of which the 
people do and have a just right to complain. 

I have felt it my duty to make these observations, to point 
out in what culars the rules of the Committee have been 

defective or have not been observed, and to what extent its 
* plan has not yet been fully carried out and tested, so that 
you may be able to apply the proper remedy. 


PROCEEDINGS. 


The Chairman stated that the meeting was now open for 
the transaction of may business that members might 
have to bring before it, and asked Mr, Gault, one of the 
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| struction if they wanted to. During 1880, when the Joint| basis could be restored and maintained. After discussion, 
Executive Committee saw and to a certain extent remedied | it was the unanimous opinion of the meeting that the tariff 
| the difficulties, the roads all did a fair and profitable busi-| should be restored and maintained, and the following reso- 
ness. They are not now increasing their business, and are | |ution was adopted: 

simply decreasing their revenue. ‘Resolved, That commencing Aug. 22, the east-bound 
He could not at this time and did not propose to suggest | tariff of June 15, as per Circular No. 279, shall be restored 

any particular remedy for overcoming existing difficulties, | and msintained.” 

but he would join with the neighboring roads in charginga| The Chairman called attention to the fact that in order 

fair rate on business carried over their lines, and turn it over | to restore tariff it was necessary first to ascertain whether 

to the trunk lines in the proportion agreed upon. His road | any contracts had been made on east-bound traffic at less 

had divided its business at Toledo in a manner which he| than 20 cents per 100 lbs., for — extending beyond 

thought ought to be satisfactory to the trunk Jines. | Aug. 22. Also, that the consent of the rcads not 1epresented 
The Chairman asked Mr. Gault if he thought if rates were | at this meeting should be obtained. 

raised to-day they could be maintained any better than! The Chairman was authorized to take the proper action 

heretofure; and whether it would not be first necessary to| upon these matters, and the meeting then adjourned. 

make a division of traffic, and if something cculd not be ALBERT FINK, 

done to that effect at this meeting. C. W. BULLEN, Chairman, 
Mr. Gault said be did not think it possible to de much at Ass’t Sec’y. 

goes. He thought that the report of the Chairman should 
referred to the members of the Committee for considera- 

tion, and that the Western roads should proceed at each 

point to divide the traffic. That he would join with others 

to accomplish that purpose. 





The New York Anti-Monopoly Conference. 


The Anti-Monopoly Conference, or State Transportation 
Conference, met in Utica, N. Y., Aug. 18, about 50 dele- 
gates from various towns and cities of the state et pre- 
sent. Mr. L. E. Chittenden was made Temporary Chair- 
man, and made an address. 

The following committee was ———— to prepare an ad- 
dress and resolutions expressive of the views of the confer- 
ence: William J. Fowler, State Farmers’ Alliance; William 
Thurston, Buffalo Board of Trade; F. B: Thurber, New 
York Board of Trade and Transportation ; John F. Henry, 
New York Chamter of Commerce ; He:man Glass, State 
Farmers’ Alliance; Nelson B. Kilmer, the Millers’ Associa- 
tion; Hon. Josiah Shull, New York State Dairymen’s 
Association. 

A paper was read by A. B. Miller on the state canals, after 
which the Committee on Permanent Organization reported 
the name of Gen. A. 8. Diven as President, with a number 
of vice-presidents and secretaries, who were duly chosen. 
Gen. Diven made a long address on taking the chair. 

After several addresses and the reading of several letters 
the Committee reported a long address to the people of the 
state, which concludes with the following declarations and 
resolutions: 


MR. BLANCHARD’S REMARKS. 


Mr. Blanchard then addressed the meeting at length, and 
said, that he desired the suggestions of the Chairman to be 
embodied in the printed report of the proceedings of the 
meeting. That the Erie road approved of the views therein 
expressed. He believed that the members present would 
endorse his statement that the Erie Road, through himself 
and its other officers, had been continually making proposi- 
tions and advocating agreements looking towards the solu- 
tion of this difficult problem; but as often as these agree- 
ments had been made-they had been broken. That he was 
authorized on behalf of the Erie Railroad to agree to any 
division of traffic from and to all points. 

It was useless to inquire how all these difficulties origi- 
nated, except so far as it was necessary to discover the cause 
and apply the proper remedy. The interests involved 
were too great to spend time in useless discussion, while the 
revenues of the roads were wasting away in one of the most 
uncalled for and unnecessary controversies that this country 
has ever witnessed. He only claimed for the Erie road that 
they had earnestly endeavored to faithfully carry out the 
last agreement. OUR PRINCIPLES. 

Mr. Blanchard then read _a letter from Mr. J. H. Rutter,| Anti-monopoly. We advocate and will support and de- 
Third Vice-President New York Central & Hudson River ' fend the rights of the many as against privileges for the 
Railroad, under date of June 3, exonerating the Erie Rail- few. 
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Pe edi A arin cps eet ecmtrigh tinier eomaametaaatess 
Corporations, the creation of the state, shall be controlled | that the.aims and purposes of our organization are better| New Securities Listed at the New York Stock Ex- 

by the state. } understood by the railroad managers t they were in the change. ie 
Labor and capital, allies not enemies; justice for both. early years of our organization, and r 


OBJECTS. 


In accordance with these general principles we will en- 
owe to secure, among others, the following specific re- 


1. Laws compelling transportation companies to base their 
charges upon “cost and risk of service” instead of the new 
theory enunciated by them, “‘ what the traffic will bear.” 

2. Laws to prevent pooling and combinations. 

3. No a against any citizen or class of citizens 

ways. 

of railroad commissioners for this state to give 
effect to the laws which are, or may be, placed upon the 
statute books. 

5. Laws making it the duty of public law officers to defend 
: citizen’s rights against injustice by powerful corpora- 

ons. 

6. Laws to prevent the further watering of stock, and 
other devices by which a fictitious value for public highways 
is created. 

os Stringent laws against bribery, including a prohibition 
of free ; 

8. Amendments to our election laws which will better 
amen to the people the power to select candidates for 
office. 

9. A liberal policy towards our canals, which during the 
season of navigation are potent in preventing exorbitant 
charges by railroads, ’ 

10. Laws providing for the restriction within proper 
limits of corporate powers and privileges generally and for 
the protection, education and elevation of the masses. 

RESOLUTIONS. 


Resolved, That in order to give effect to and enforce the 
observance of these principles and objects, that organiza- 
tion of the people on a non-partisan basis is absolutely nec- 
essary; that in every assembly district farmers’ alliances or 
anti-monopoly leagues should be organized. 

Resolved, That we make no war upon corporations 


on public hi 
4, A boa 


as such, nor upon any legitimate interest or in- 
dustry, but that experience has shown that such 
organization is n to resist the aggressions of 


ecessary 
corporate monopolies, to maintain public rights as ex- 
ptmenge iu the Constitution and interpreted by the Supreme 
urt of the United States, and for this object we pledge our 
earnest efforts regardless of party affiliations. 

Resolved, That the discriminations of the railroads, the 
improvement of the Mississippi River, and the enlargement 
of the Canadian canals, all admonish the people of this 
state that their canals should be modernized and made equal 
to we | competition which they may have to sustain, and we 
therefore declare that the water-ways of the state should be 
enlarged and made free of tolls. 

Resolved, That the state having delegated to railroad and 


telegraph corporations its duty of maintaining public high- | ploy 


ways and inter-communication among the people, is bound 
to control said corporations in the interest of the 
public or reassume the functions so delegated; that 
the direct tendency of the abuses in our transportation sys- 
tem are to nullify the principle upon which our government 
is founded; iustead of the distribution of wealth, they tend 
to make a few very rich and the many poor; the feu- 
dalistic tendencies of the age are very marked, and prompt 
and vigorous efforts are necessary to check this rapidly 
growing evil. 

Resolved, That the American public, and especially the 
people of this state,-are not yet ready to acknowledge that 
there is a dominant and privileged class to which all the 
rest of the community must pay tribute: that every 
barrel of flour, every gallon of petroleum, every ton 
of coal and other necessaries of life, must be de- 
preciated to the producer, or unduly enhanced in 
cost to the consumer in order that the few may live in un- 
due luxury at the expense of the many. e have faith 
that the intelligence and patriotism of the American people 
will be equal to the emergency of controlling the creatures 
of their creation, and we, iuvoking the tenfinemce of every 
good citizen, will organize and work to this end. 

After a long and somewhat discursive debate, in which 
several delegates attempted to bring in outside issues, 
the declaration and resolutions were adopted, with the follow- 
ing addition to the first resolution: 

t we advise the voters of the state of New York, in the 
coming fall election, to vote only for such legislators as_ will 
openly pledge themselves to vote for a board of railroad 
commissioners for the state of New York, and also tosustain 
generally the principles of the so-called Hepburn bill. 

The conference then adjourned, to meet again at the call 
of the President. 


Grand Chief Engineer Arthur on the Brotherhood 
of Locomotive Engineers. 


The New York Times of Aug. 21 publishes the following 
interview of its Cleveland correspondent with Mr. P. M. 
Arthur, Grand Chief Engineer of the Brotherhood of Loco- 
motive Engineers: 

Mr. P. M. Arthur, Grand Chief of the Brotherhood of 
Locomotive Engineers, one of the best known and strongest 
labor organizations in the country, has for several years 
had his head-quarters in this city. He is a quiet, thoughtful 
man, with great executive abilities, and while holding the 
entire confidence of the engineers is also believed and 
trusted by the railway managers. Although averse to pub- 
licity, he to-day consented to a short interview on impor- 
tant railway and labor topics, which can be found below: 

‘* What, Mr. Arthur, is the status of affairs between the 
railroads and their employés generally, the country over, 
this season ?” 

‘So far as I know, there is a general good feeling existing 
at the present time between the ra companies and 
their employés. There has been a good demand for labor 
on the railroads at good wages, which, of course, has a ten- 
dency to maintain good feeling. It was reported throngh 
the Chicago papers a short time that the Railroad Com- 
missioners of Iilinois contemplated making a large reduction 
in tariffs, which gave rise to a feeling of uneasiness amon 
employés. The e eers took the matter up, and selected 
a committee headed by myself, which waited upon the Com- 
missioners and protested inst any reduction being made, 
believing that were it made it would lead to a reduction of 
wages. The Commissioners received us very kindly, and 
assured us that the interests of the railroad employés of the 
state should be duly considered, and promised that there 
would be no ma 1 reduction made in the tariffs that 
would justify the railroad compani wages. 





es in reducin 
This quieted the fears of the men, and we believe that there 

ill be no reduction made that would warrant the companies 
in cutting down the wages of their mem gal 

“ Have you had any strikes or difficulties looking thereto 
on hand this summer ?” 

“We have bad no difficulties or controversies with! the 
railroad companies since the of 1877. Our relations 
with them are of the most f: 'y character. We believe 


ay a better 

feeling has been established between us. y have mani- 

fested a williagness to aid usin every |e way, which is 

appreciated by the men, and the result is that any difference 
at may arise can be the more readily adjusted.” 

‘‘ Did the great strike of 1877, as some have claimed, have 
any a a effect upon Peon organization ¢” 

“With the strike of 1877, known as ‘the trainmen’s 
strike,’ we as an organization had nothing to do. Some of 
our men, however, did go into that movement, for which 
they were expelied, somewhat reducing our number. Since 
then we have been gradually increasing our numbers, and 
the past year has been one of the most pr rous in the 
history of our organization. We have, within the year, 
awe 12 ¢ rs, establishing that number of new 

visions, besides soorgeuinns twofold ones, while gaining a 
large increase of membership among the old ones. Our in- 


This department we regard as one of the best features of our 
organization. Since it was established we have paid to the 
widows and heirs of deceased members $1,145,073, besides 
disbursing to the needy $250,000. Within the past three 
years we have been holding reunions in various parts of the 
country, which has ha‘ a tendency to create good feelin 
between us and the railway managers, and many of the 
prominent citizens join with us and address words of en- 
couragement and cheer to the members.” 

“What, in your opinion, is to be the immediate future of 
the railroad industries of the country, especially in view of 
the large increase in the number of roads ” 

‘In my opinion there will be work for them all, as the re- 
sources of the country are being developed more and more 
every year. If the railroad managements would only pur- 
sue a conservative policy and quit quarreling they would 
have all they could do at profitable rates. The public does 
not ask this cutting of rates, and if it should lead to forced 
retrenchment on part of the roads, the men would naturally 
resist a reduction of their wages, as, we believe, they would 
be justified in doing. It is a suicidal policy for the compa- 
nies to follow, and if continued in will provoke legislative in- 
terference.” 

‘Do you anticipate any serious labor difficulties in the 
near future on the railroads or concerning labor generally ?” 
‘* No, I see no occasion for any. Labor is in demand at 
good wages. I do not approve of the course pursued by 
many of the labor organizations. I do not believe in labor 
dictating to capital or capital dictating to labor. Each has 
rights that the other should respect. e concede the right 
to railroad companies to employ whoever they p.ease. We 
have never di:tated to them, and we claim that they have 
no right to dictate to us what association we shall or shell 
not belong to. Therein we differ with many of the trades- 
unions o: the present day which attempt to say to their 
employers that this man shall or that man shall not be em- 

oyed. 
“With the breaking up of the late National or Greenback 
Party what political drift will the labor vote of the country 
be liable to take ?” 

“*Tn my opinion as an individual, and not as speaking offi- 
cially, the vote of the working men of the country will 
depend greatly upon the ye advocated by the present 
political parties. Ido not believe that there will be any 
attempt—or, if there was an attempt, it would be successful 
—to build up or establish a new party on a purely labor 
platform. As to the monopolies, I believe they will eventu- 
ally lead to an issue before the people, and in that case the 
labor vote would array itself against the monopolies. The 
result would be a breaking up of the great monopolies.” 

‘* Would that be a benefit to the country ?” 

“*T believe that it would. Unless checked they continue to 
add power unto power, and eventually are liable to be an in- 
strument of danger to the country. Take, for example, 
California. It is owned and controlled by a few men, which 
prevents its development and growth. In time the people 
will have to take the matter into their own hands, and, by 
legal means, see that it is regulated.” 





The Car Accountants’ Association — Junction Re- 
ports. 

We published recently (page 423) a list of the railroads 
and fast freight lines and their car accountants who had 
adopted the system of ‘‘ Junction Reports,” as recommended 
by the Car Accountants’ Association. Mr. Frank M. Luce, 
Car Accountant of the Chicagu & Northwestern and Secre- 
tary of the Association, now sends us the list corrected up to 
_—_ 15, which contains the following additional names of 
roads and lines and their car accountants who are now using 
the junction ~~ regularly : 

ALLEGHENY VALLEY, W. D. Shields. 

ATCHISON, TOPEKA & Santa FE, A. P. Wilder. 

BUFFALO, PITTSBURGH & WESTERN, O. Watson, Jr. 

Boston, Hoosac TUNNEL & WESTERN, J. W. Burnham. 

CANADA SOUTHERN RaiLway, R. H. Smith. 

CENTRAL PaciFic, C. J. Wilder. 

CuicaGo & ALTon, J. P. Moore. 

CHESAPEAKE & OHIO, R. Peckham. 

CUMBERLAND VALLEY, J. F. Boyd. 

CLEVELAND, Mt. VERNON & CoLuMBus, E. Wise. 

DELAWARE, LACKAWANNA & WESTERN, Henry Moore. 

DELAWARE & Hupson Cana. Co., J. White Sprong. 

Detroit, LANSING & NORTHERN, J. F. kie. 

Erte & Paciric Dispatcn, T. A. Lewis. 

Fuint & PERE MARQUETTE, Sanford Keeler. 

GREAT WESTERN, J. K. Dawson. 

GALVESTON, Houston & HENDERSON, C. G. Clifford. 

GuLr, CoLorapo & Santa Fk, F. P. Killeen. 

HANNIBAL & St. JosepH, W. R. Woodard. 

Houston & Texas CENTRAL, G. T. Carnes. 

INTERCOLONIAL, J. J. Wallace. 

INTERNATIONAL & GREAT NORTHERN, H. M. Hoxie. 

JEFFERSONVILLE, MADISON & INDIANAPOLIS, George 8. 
McKiernan. 

Keroxvuk & Sr. Lovis, W. H. Mepbam. 

Kansas City, St. Josepn & Councit Buurrs, J. Dumbell. 

LAKE Erte & WESTERN, A. J. Castater. 

LittLE Rock & Fr. Smiru, T. Gunning. 

MERCHANTS’ DispatcH, A. D. Penfold, 

Missour!I Pactric, A. G. m. 

MIpLanpD Ling, C. W. Cushman. 

New York, ONTARIO & WESTERN, James McQueen, Jr. 

Onto & MississiPPt1, C. Kelly. 

Outro SOUTHERN, G. L. Dickinson. 

Prorts, DECATUR & EVANSVILLE, C. S. Anthony. 

SHENANGO & ALLEGHENY, M. L. Osterhout. 

SoutH SHoRE Ling, C. W. Cushman. 

Scioto VALLEY, F. E. Merrill. 

Texas & Paciric, C. C. Commisky. 

With the lines previously repo this makes 102 roads 
and lines which are now neing the junction reports regu- 
larly, including nearly all of the privcipal lines in the coun- 
try. Any car accountant knowing of any road using the 
junction reports, whose basse tect tacinded in the lists, is 
Fequeveed to report the name of such road to Mr. Luce, at 

cago. 





surance department shows a large increase of membersbip. | g 





The following is a full and corrected list of the bonds and 
stocks added during the year‘1881 from Jan. 1 to Aug. 1 to 
the securities dealt in on the Stock Exchange, representing 
a total par value of $519,821,689: 





Name. Bonds. Stock. Date. 
Alabama Central..... 2.600.000 = ......... March 
Atch, Topeka & 58. F.. BD bi joes connee June 23 
ur., Ced. R. & North |. Fre Jan. 1 
Union Pac. Cen. B. .. 6,452,000 _.............. March 23 
esa e & Ohio... DIO, cece ccsacecs June 2 
Chicago & East Ill.... —_........ $3,000,000 April 13 
Chi., kI.& Pac... 2,500,000 ......... Added April 13 
Chi., Mil. & St. Paul . —-8,593,000 Feb. 9, March 
Chi., St. P., Minn. & O May 25 
Denver & Rio Grande Added June 22 
Dubuque & Dakota... Added Jan. 12 
East Tenn., Vir. & Ga. July 15 
Flint & Pere Marq’tte March 9 
eorgia R.R. & B. Co. June 8 
Gulf, Col. & Santa Fe 2,712,00 —.......... April 27 
Houston & TexasCen. 3,000,000 ...... ... June 8 
Ind., Dec. & Spring... fo ree Per June 8 
Ind., Bloom., & West. _........ 8,500,000 April 27 
Internat. & Gt. North 1,720,000 1,715,000 Jan. 12, March 
9 and June 22 
Lake Erie & Western. Iss Jan. 12 
Louisville & Nashville 14,384,000 _.......... Jan. 12. April 
13 and June 8 
Louis, New Alb. & Chi. 3,000,000 March 23 
Michigan Central. .... = «s Anincdannan Apr 13, June 22 
Mi., L. Shore& W.... 3,500,000 5,000,000 
Mil. & Northern...... 2,155,000 2,155,000 April 13 
Minn. & St. Louis .... rear May 25 
Missouri, Kan. & Tex. 21,101,000 ~~... ..... Mar. 23, July 5 
Missouri Pacific, ..... Sn?) sosdovents ay 25 
Nash., Chatt. & St. L. 1,000, 
orthern Pacific... ... 
N. J. Southern... . 44 


New Orleans Pacific. 
N. York & N. England 
Y. City & North.... 
Ogdensb’g & L. Cham 
Obio Ff outhern 
Panama 
Peoria, Dec, & Evans. 
Pennsylvania Co...... 
Rich. & Allegheny.... 
Rochester & Pitts... . 
Scioto Valley........ 
Sterling Iron........ 





St. L., Alton & T. H. ,000 

St. L., lL. M. & South . \ 

State of S. Carolina. . 2.5 

Texas Central........ Oo July 15 

‘Texas & Pacific....... ) ere June 8, July 25 

Texas & St. Louis.... 2,000,000 *1,520,000 March 9 

Tol., Delphos & Bur.. = 4,750,000 *4,000,000 March 9 

Utah Southern........ *1,500,000 ... . Added Spee 13 

Vermont Marble.. ... 1,200,000 4,000,000 March 2% 

Wabash, St. L. & Pac. 16,100,000 .......... =, 12, + ”, 
uly lo 

St. Louis, Jack. & Chi. —:1,112,000 2,327,000 Feb. 9 

State of Alabama..... eee Feb. 9 

St. Paul, Minn. & Man 2,400,000 _.......... Jan, 26 





$397,254,689 $122,567,000 

* Free list. 

Of the East Tennessee, Virginia & Georgia stock listed 
$16,500,000 is preferred stock; $1,034,000 of the St. Louis, 
Jacksonville & Chicago is preferred stock. The Milwaukee, 
Lake Shore & Western and the Flint & Pere Marquette are 
all preferred stocks.—New York Indicator. 


Pacific. 


Prof. Raphael Pumpelly, the eminent geologist and mining 
engineer, left Chicago last week with a party of geologists 
and engineers to begin an investigation of the resources of 
the country on the lines of the Northern Pacific and the 
Oregon Railway and Navigation Company. To a reporter 
of the Chicago 7ribune he gave the following account of the 
work he has undertaken: 


“The new management of the Northern Pacific Railroad 
and the Oregon Railway & Navigation Company under Mr. 
Villard,” said he, ‘‘ has decided to have made a thorough 
survey of the mineral and agricultural resources and _ the 
climatic conditions of the great territory tributary to their 
lines, extending from the Pacific Ocean to Lake Superior, 
and from the British frontier down to the country tributary 
to the Union and Central Pacific lines. This survey has 
been placed in my charge, and the parties are already or- 
ganizing und being put to work in the field.” 

“How many parties will there be ¢” 

** We shall have four this season, cones of geologists 
and assistant topographers. The country will be inpeel on 
a published scale of four miles to the inch, in order to give a 
basis for representing the geological structure and the 
distribution of minerals, the distribution of the different 
varieties of soils, the distribution of plants and animal 
life, and the climatic conditions. Itis also a part of the plan 
to establish two or three meteorological stations, to act in 
concert with and supplement the work of the Weather 
Bureau, for the purpose of studying the climatic conditions 
of this large territory. A considerable part of my corps 
are men who have been trained in this work on the Geologi- 
cal Survey, and in connection with the statistics in relation 
to mines and mining for the census, so that they are all ex- 
perts in applied or economic geology.” ; 

‘“ What will be the probable duration of the work ¢”’ 

‘It will take a number of years to finish it. The season 
is pretty well advanced now, and the principal portion of 
this year’s work will be to organize for next year’s campaign. 
A part of the work, however, will be carried on in the win- 
ter on the west coast. In fact, our work begins in the Far 
West, different parties being stationed at various points 
along the line. Another feature of the work, and one 
entirely separate from those already referred to, is 
the classification of the lands belonging to _ these 
railroads and the looking after points of immediate interest 
to the railroad company in connection with the mineral re- 
sources of the country. I[t is not in any sense, however, an 
undertaking to advertise the lands of the road, but to make 
certain as to what resources the railroad will have, and 
what the country is which is tributary to 
it. The results will be essentially topographical. 
The whole work will be conducted so as to put the results 
in map form to the greatest possible extent. The idea of 
making such a map is to give a basis on whi~h not only the 
distribution of the different resources—soil, timber, animal 
avd plant life and geological formations—can be repre- 
sented, but also to show the interdependence—the correlation 
—that really exists between them. The scientific results 
will probably appear in the form of a bulletin, but the great 
aim of the work is practical.” 


—Mr. J. E. Tucker, General Freigit Agcnt of the Bitch- 
Railroad, bas resigned post 


Economic Survey of the Northern 





bis ti »,and will, it is said, 





accept the general agency of the N..v York, Lake Erie & 
at Ehicago. 
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EDITORIAL ANNOUNCEMENTS. 


Passes.—All persons connected with this paper are forbid- 
den to ask for passes under any circumstances, and we 
will be thankful to have any act of the kind reported to 
this office. 








Addresses.— Business letters should be addressed and drafts 
made payable to THE RAILROAD GAZETTE. Communica- 
tions for the attention of the Editors should be addressed 
EpiITtoR RAILROAD GAZETTE. 





Advertisements.—-We wish it distinctly understood that 
we will entertain no proposition to publish anything in 
this journal for pay, EXCEPT IN THE ADVERTISING COL- 
uMNS We give in our editorial columns OUR OWN opin- 
tons, and those only, and in our news columns present only 
such matter as we consider interesting and im nt to 
our readers. Those who wish to recommend their inven- 
tions, machinery, supplies, financial schemes, etc., to our 
readers can do so y in our advertising columns, but it 
is useless to ask usto recommend them editorially, either 
for money or in consideration of advertising patronage. 


Contributions.—Subscribers and others will materially 
us in making our news accurate and ee grees if they 

will send us early information of events whic oe ee 
under their observation, such as changes in rail offi- 
cers, organizations and changes of companies, the letting, 











progres and completion of contracts for new works or| Increase. 1881. 1880. Inc. P.c. 
mportant improvements of old ones, experiments in the | Maryland. .. .......... 618,000 534,700 83,300 15.6 
construction of roads and machinery and in their man-| North Carolina.... .... 66:3,000 543,450 119,550 £2.0 
t icul i i Kentucky ..........- 1,078,000 600,800 477,200 79.5 

part sas to the business of railroads, and - 5°90?’ 0% 2.098 2 : 
9 io 49 i ; : , MN or cc cacesaescaccos 2°902,000 2,099,600 802,400 38.2 
— as to te npr Diser Sof subjects | Michigan... -. 1,950,000 1,725,000 225,000 12.0 
ining to ALL DEPARTMENTS 0 railroad business by | Indiana .- ois "903,000 2.216300 686,700 31.0 
men practically acquainted with are y de- | Milinois.... it 3,358,000 3,126,000 232,000 7.4 
sired. Officers will oblige us by forwarding early copies | Kansas*...... ........ 2,114,000 1,985,000 129,000 6 5 
of notices of meetings, elections, appointmen tee gon Nebraska........... ++. 1,550,000 1,160,000 390,000 33.6 


ts 
of all of which will 


grees annual reports, some notice 
published 


THE CROPS AND TRAFFIC. 


The most important news concerning the crops is 
that given by the preliminary report of the United 
States Department of Agriculture for Aug. 1. This 
gave the condition of spring wheat fur the 
whole country as 81 per cent. of an average condition, 
compared with 90 July 1, and with 88 on Aug. 1 last 
year. The condition Aug. 1 is at a period when very 
little change can take place in the growing crop, 
though it may suffer after cutting by bad weather. 
Harvest weather has been generally good, so we may 
look upon this as the final estimate until revised by re- 
ports of threshing. Earlier (about the time of harvest) 
the Department had estimated the condition of the 
winter wheat as 83 per cent. of an average, against 95 
last year. The acreage of both together is reported as 
almost exactly thesame both years, or 36,000,000 acres. 
Unfortunately, the acreages of spring and winter wheat 
are not reported separately. The Commercial 
Bulletin has made an estimate based upon the percent- 
ages of spring and winter shown by the census of 1870; 
but this is too far back to be a trustworthy guide. 
But in those states which grow spring wheat almost 
exclusively and grow nearly all the spring wheat, there 
is an aggregate of 11,854,000 acres this year against 
14,146,000 last, showing the enormous decrease of 
2,292,000 acres, or 1915 per cent. These states last 
year produced 180,200,000 bushels of wheat, an average 
of 12.74 bushels per acre, and as this was 88 per cent. 
of a full crop, the latter would be 141g bushels per 
acre. The 81 per cent. condition this year would bring 
the yield down to 11.74 bushels per acre, or exactly one 
bushel less than last year, but applied to the total acre- 
age, it gives us a crop of 139,166,000 bushels this year, 
which is 41,000,000 less than last year. 

But by as much as the spring wheat acreage di- 
minished, by so.much the winter wheat increased, and 
instead of 21,892,000 acres, yielding 300,640,000 bush- 
els, equaling 13.72 bushels per acre, as last year, we have 
24,149,000 acres, yielding 12 bushels an acre, which 





¢6|0f winter wheat last year ; 





would give a crop of 289,800,000 bushels, or but 
11,000,000 less than last year, giving as the total de- 
crease in the production of wheat 52,000,000 bushels, 
or nearly 11 per cent., the acreage remaining the same. 

The Commercial Bulletin, by its method of divid- 
ing the crop between spring and winter wheat, 
arrives at a reduction of precisely the same amount of 
both grains, but makes the spring wheat this year 
37,800,000 more and the winter wheat an equal 
amount less than we have given it. 

For some purposes, such as calculating the world’s 
supply, and the probable or possible total exports of this 
country, it makes little difference how much is spring 
and how much winter. But for estimating the trade 
of different sections, and especially for calculating the 
demands the crops will make on the ditferent car- 
riers, the difference is important. For that, too, we 
need to take the crops of each section by themselves. 
It makes no difference to the railroads this side of the 
Rocky Mountains whether the wheat crop of the 
Pacific Coast is ten or sixty millions of bushels, except 
so far as it affects the foreign demand. It did not 
help the Chicago, Milwaukee & St. Paul or Burlington, 
Cedar Rapids & Northern a particle that Illinois, 
Indiana, Ohio and Michigan had magnificent crops 
what they and their 
owners were interested in was the spring wheat 
crops of Wisconsin, Minnesota, Dakota and Iowa, 
The remarkable fact is shown that in several 
states there was a great decrease in wheat acreage, and 
that chiefly in spring wheat states, though all the new 
states to which immigration is heaviest are spring 
wheat states. This was largely due to the very late 
spring, which did not give the farmers time to sow all 
they had intended to sow. The decrease is largest in 
Iowa, amounting to 1,110,000 acres, or 32 per cent. 
Now, this decrease in wheat resulted in an increase in 
other crops (chiefly corn), and (which deserves special 
attention) it lessens the importance of the poorer yield 
of wheat. Last year, for instance, the condition 66 
reported this year for the Iowa wheat crop, meant, 
compared with an average yield of 1444 bushels per 
acre, a loss of more than 17,000,000 bushels ; this year 
the loss by the same low yield would be but 11,000,000 
bushels. 

Now the states in which there have been great 
changes in the wheat acreage from 1880 to 1881 have 
been as follows : 








* The state report, very recently compiled, showed a decrease 
in wheat acreage. 
1880, 


Decrease. m Dec. .& 
Virginia..... * .... 892,000 981,300 89,300 9.0 
ME ca6cc pe. eanedaien 263,000 459,000 196.000 42.7 
Tennessee........... 1,055,000 1,551,600 496,600 32.0 
WIGONSIN...... 0.0005 1,455,000 1,680,00' 225,000 13.4 
eee 2,361,000 3,471,000 1,110,000 32.0 
California. ........0. 2,117,000 2,860,000 743,000 26.0 
Nev., Col. and Terri- 

WOREGR. 0. cece rccecce 825,000 1,385,000 560,000 40.4 


Probably few are prepared for the great changes in 
both directions shown here. There is a prevalent 
feeling that the cultivation of grain goes on progress- 
ing from year to year, at least in all the newer states ; 
but the only new states included in the list of those 
having a large increase are Kansas and Nebraska, and 
of these Kansas was reported by its state authorities 
the other day to have a decrease and not an increase 
in wheat acreage. Minnesota has no increase; Iowa 
has an enormous decrease ; the territories, of which 
only Dakota and Washington produce much wheat, 
are reported to have an enormous decrease in acreage— 
so great that it is difficult to believe the figures to be 
correct. 

The large increases are where they might have 
been expected, chiefly in those states that have made 
large profits from wheat for three or four years past, 
and all but Nebraska winter wheat states. That Illi- 
nois, where winter wheat-growing had been most 
profitable, perhaps, did not have any larger increase 
was due to the fact that much of the wheat was so 
badly winter-killed that it was plowed up in the 
spring. 

The condition of the spring wheat reported Aug. 1 
was, in the principal states : Wisconsin, 84 ; Minnesota, 
82; Iowa, 66; Nebraska, 74. We have not the aver- 
ages for last year, but we think that except in Iowa 
they were as low as this year, and in Nebraska lower. 
In the chief winter wheat states the percentages re- 
ported this year are : Ohio, 86; Michigan, 64; Indiana, 
80; Illinois, 60; Kansas, 77. All these states except 
Kansas must have stood near 100 last year. Omitting 
Kansas, they have 2114 per cent. more acres this year, 
which will doubtless make up for half or two-thirds 
of the loss by the lighter yield per acre, and only 
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Michigan and Illinois (of these states) are likely to 
have any less wheat than last year, if the Depart- 
ment’s statistics are correct. 

More important than the wheat’ report is that on 
corn, made for Aug. 1, when the condition was re- 
ported 77, against 90 July 1 and 98 on Aug. 1 last year. 
Now July 1 the Department reported a probable in- 
crease of two per cent. in the acreage of corn, and with 
such an acreage the condition of Aug. 1 indicated a 
crop 300,000,000 bushels Jess than that offlast year or 
of 1879, and the smallest for seven years. But with 
the August report the Department sends out a state- 
ment of acreages by states for both years, and 
these show the astounding increase of - not 
two, but twenty per cent! It must be said 
that it tends to shake confidence in the Depart- 
ment’s statistics to find that within a month it has 
changed its estimate of the addition to our acreage 
from 1,050,000 to 10,500,000 acres. As there was no in- 
crease in wheat acreage, and as wheat and corn are 
the two principal crops of the country, the fact that 
there was no increase in wheat makes it probable that 
there was a large one in corn. Counting 40 acres per 
man, the addition to the corn crop would employ about 
260,000 new men. This is a very large increase to be 
made in a single crop for the whole country, and es- 
pecially for its leading crop. The states in which 
there have been large increases are : 


1881. 1880. Increase. Pc. 
Maryland........ ‘ 671,000 457,000 214,000 47.0 
Virginia. ........... 1,809,000 1,082,000 727,000 67.0 
North Carolina.... 2,268,000 .688,000 120,000 31.0 
re . 2,314,000 2,085,000 229,000 11.0 
Alabama..... ..... 1,938,000 1,739,000 199, 11.4 
Arkansas ........ . 1,359,000 972,000 387,000 400 
Tennessee.......... 2,817,000 1,954,000 £63,000 44.0 
W, Viraila....:.... 571,000 372,000 199,000 53.5 
Kentucky.......... 2,898,000 1,783,000 1,115,000 62.6 














Total 9So. States. 16,585,000 12,132,000 4,453,000 36.8 
eee 3,134,000 2,929,000 205,0f U0 7.0 
er 9,374,000 8,742,000 632,000 7.2 
Iowa... 6,437,000 5,116,000 1,321,000 26.0 
Missouri .. 5,650 000 3,913,000 1,737,000 44.4 
Kansas.... -... 4,096,000 2,463,000 1,633,000 66.3 
Nebraska... ...... 2,035,000 1,843,000 92.000 10. 

Total 6 W. States. 30,726,000 25,006,000 5,720,000 23.0 


We separate these two groups in order to show the 
very large increase of corn cultivation in the South, 
which is the most important feature of the report. 
It is much larger in proportion than in the Western 
states given, it will be seen. The two groups together 
account for nearly all the increase in the United 
States. The only large decreases are from 880,000 to 
746,000 acres in Louisiana, and from 3,802,000 to 3,456,- 
000 (9 per cent.) in Indiana. 

The condition of the cropis so much poorer this year 
than last that it more than balances the larger acreage. 
If the condition of Aug. 1 last year had been main- 
tained, the average yield of 29 bushels per acre that 
year would be reduced this year, should there be no 
change in condition, to 225g bushels, affording from 
the increased acreage about 1,430,000,000 bushels, which 
is 107,000,000 less than last year. But in reality the 
splendid condition of Aug. 1 was not maintained last 
year, and the actual crop was a smaller percentage of 
afullone. It had promised to be the largest ever 
known, but was even a little less than the year before. 

There is of course a chance of a decline in cendition 
this year also, but there is also a chance of improve- 
ment, and it will not be impossible, acreage and con- 
dition being as reported by the Department, that the 
corn crop will be as large as last year. 

The distribution of it. however, must be different. 
Hitherto the chief shipments of corn have been from 
those Western states which we have given in the table 
as showing large increases this year, together with In- 
diana. These have this year 5,374,000 acres, or 183 
per cent., more than last year, but the decline in con- 
dition more than balances that, taking the group as a 
whole, and indicates a much smaller production in 
Ohio, Indiana and Illinois. 

Some of the less important Western corh states not 
named above, like Michigan, Wisconsin and Minne- 
sota, have their corn cropsin much better than the 
average condition, and this is true also of five of the 
Southern states named—Maryland, the two Virginias, 
North Carolina and Georgia. In the _ other 
Southern states the condition is below that 
in*the Western states, reaching as low as 41 
in South Carolina, 67 in Louisiana, 46 in 
Texas, 74 in Arkansas, 64 in Tennessee and 69 in Ken- 
tucky. That is, the Sonthwest has avery poor corn 
crop, the West a poor one, the rest of the 
country generally a good enough one. The more 
easterly Southern states will, with their vast- 
ly increased acreage and fair crops, have unusually 
large quantities of corn, and should, it appears, be 
able to supply the South Atlantic states with their sur- 
plus, without calling on the Northwest, as they usually 
do: . The Southwest, in spite of a vastly larger acreage 
in the interior states—Arkansas, Tennessee and Ken- 
tucky—will probably not have much, if any, more than 
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last year. The West, which alone ships much corn, 
will probably (if there is no change in condition) have 
but little less than last year, but the carriers in Ohio, 
Indiana and Illinois will find less, and it isin these 
states, too, that there have been important reductions 
in the wheat crop. 


NEW YORK GRAIN RECEIPTS. 


Last June (issue of the 24th), we reviewed the grain 
receipts of New York by the different routes for the 
five months ending with May, during which there 
were inconsiderable canal receipts, but within which 
occurred the cutting of rates at certain Western 
points which resulted in a great diversion of traffic 
from the New York Central to the Erie. This cul- 
minated in the last month of the five, when, com- 
pared with previous years, these two roads had almost 
changed places, the Central having the smallest and 
the Erie the largest proportion of the grain and flour 
delivered at New York by rail that had been chroni- 








grain in July its increase was but 8.8 per cent., and 
the Erie’s 24.1, while the Pennsylvania’s was no less 
than 117 per cent., and of the total increase the 
latter had about one-half, Yet if any one is 


contending for position in this contest, it is the | JU” 


Central and the Erie. The Pennsylvania apparently 
was satisfied ‘with its position. But the unusually 
small deliveries at Phila lelphia, which we showed last 
week, may serve to explain the unusually large deliv- 
eries of the Pennsylvania Railroad at New York. It 
has this year an elevator at Jersey City, and, like the 
Erie, has better facilities for handling New York 
grain than ever before. Their new elevators have, 
so far as terminal handling is concerned, put them on 
par with the New York Central, which built its first 
elevator some years ago. 

The fluctuations in position of the several routes 
from month to month this year and last will be shown 
perfectly by the following table of the percentage of 
the total rail receipts at New York received by each 


cled fur many years. Before going further let us re-} road each month: Y 
call the position of the several roads in May andthe} Rail Grain Receipts at New York ; Percentage by each Road: 

: -—N.Y.Cen.. ——Erie.--. —Penna— -—Other.— 

five months then ending, as shown by the percentages 1881." 1880. 1861, 1680. 1881. 1880, 1881. 1880. 

of grain and flour that each had delivered in New | January..35.7 47.0 326 34.0 29.2 17.0 2.5 20 

: February.41.7 50.8 311 29.3 243 16.7 29 3.2 

York this year and last. These were : March....41.6 546 356 285 206 160 22 09 

Other | April..... 445 513 39.0 323 156 160 09 04 

Five months N.Y.Cen. Erie. Penn. ~s May...... 28.9 my (4 468 27.8 23.8 20.7 05 0.45 

I 3.89 0 doc bcdesccvescet sccaseie 38.8 37.7 21.8 June...... 47.4 37.9 33.9 141 154 O06 02 

= bnew s-ranicn ob Reaenna te eebcecee 51.0 30.4 16.9 is 3 pe 45.4 8 3 339 342 204 133 03 02 

ay. 
 RRIRRPR CA bel oe hes 28.9 46.8 23.8 0.5} The month of May was extraordinarily unfavorable 
MMs oss cncncsncease toss mene 51.0 27.8 20.7 0.5 


It should be said that the snow blockades had limi- 
ted the traffic of both the New York Central and the 
Erie and increased the proportion of the Pennsylvania, 

is indicated by the fact that the latter’s percentages 
ere extraordinarily large in January and February. 

In June there were irregularities probably the whole 
month, with successive reductions of the regular rate, 
following cuts by competing roads, until June 17 the 
difficulty resulted in open war—that is, a refusal to 
be bound by any fixed rate—since which time the pre- 
vailing rate has been based on a charge of 15 cents per 
100 Ibs. on grain from Chicago to New York, with 
some shipments reported as low as 12 cents. Practi- 
cally it seems that the result has been equivalent to a 
tolerably well maintained 15-cent rate from the 17th of 
June. 

There is thus special interest in following the move- 
ment since May, and especially since June, because it 
shows what has been the effect of the policy adopted 
by the New York Central to remedy the diversion of 
traffic which had been great for the five months and 
for May truly enormous. 

The chief interest being now in the distribution of 
the traffic among the railroads, we will first consider 
the rail receipts only, and for the several months of 
this year. These have been, in bushels (flour reduced 
to wheat), for each of the last seven mouths, for each 
road : 

Rail Receipts o in -auaae and Flour at New York for seven months. 
|e A Erie. P 





enna. ther. Total. 

pe 2,110, 062 1,925,562 1,727,091 147,575 5,910,290 
Feb..... 2,463,854 ,835, 1,436,280 172,854 5,908, 
March. 3,704,078 3,166,316 ,828,902 197,087 8,896,363 
April.... 4,546,918 3,975,488 1,588,272 93,721 10,204,399 
May .... 2,398,960 3,887,344 1,976, 43,539 8,306,291 
June.... 4,105,528 3,282,699 1,219,973 55.216 8,663,416 
July.... 5,361,217 4,004,826 2,415,028 , 11,821,431 
7 mos... 24,690,617 22,077,946 12,191,994 750,332 59,710,889 
do. 1880, 28,144,835 17,360,230. 8,763,944 3,377 54,732, 

cask ac eh ecbaren 4,717,716 3,428,050 286,955 4,978,503 
Dec..... BASED cc acvcisccs sendccesscs  siscccen 


Thus, there having been a total increase of nearly 
5,000,000 bushels over last year’s receipts, the New 
York Central has lost, for the seven months, nearly 
5,500,000, or about as much as the Pennsylvania has 
gained, while the Erie has had an increase of 4,700,000 
bushels. But at the end of the five months weshowed 
that with a total increase of 2,450,000 bushels, the New 
York Central had lost 2,775,000, or a little more than 
the Pennsylvania had gained, while the Erie had 
gained 4,160,000. 

Efforts having been made by the Central throughout 
June and July to recover its lost position, we will give 
the receipts | Soe these two months by themselves : 








Cen. Erie. Penni Other. Total. 
JBB1....0.00- ry 408, 745 7,287, 525 3,635, 001 95,576 20,484,847 
1880 ....... 10,143,593 6, 732, 920 2,848,084 41,418 19, 766, 015 
iit cote es scaeas eens 554,605 786,917 54,158 718,832 
Dec CNB irs cae siiakbae ee Coens cewesddi -asensate 


Here we see that, though the changes are all incon- 
siderable, they are in the same direction as shown 
above for the seven months and for the five months— 
that is, a decrease on the New York Central in the 
face of an increase on the other roads and in the total. 
As, however, the rates were at their lowest only during 
July, we will do well to see whether any road got any 
peculiar advantage in that month, when the receipts 








by each were: 

N. Y. Cen. Erie. Penna. Other. Total. 
a: 5,361,217 4,004,826 2,415,028 40,360 11,821,431 
ee... cn 4,926,958 3,226,378 1,262,005 18,550 9,433,891 
Increase...... 434,259 3448 1 21,810 2,487,540 
P.c. of inc 8.8 4.1 ae 4 117.0 25, 


Here the New York Central gains as well as the rest, 
but with an increase of 25.8 per cent. in the total rail 





to the New York Central, it having but 29 per cent. of 
the rail grain then, against 51 last year, and also extra- 
ordinarily favorable to the Erie, it having added 19 to 
its percentage, compared with the previous year, or 
nearly all the New York Central lost. For both roads 
however. May was exceptional. As there was no month 
like it before, so the two months since have witnessed 
nothing similar. In June, during about one week of 
which deliveries were made at New York under the 
15-cent rate, the New York Central had the largest 
proportion it has had this year, which, however, is 
nearly the same as the smallest proportion it had in 
any month of the seven last year. The Erie, compared 
with its percentage for the previous five months, was 
almost unchanged—receiving 37.9 per cent. of the 
whole, against 37.7 tor the five months; the Pennsyl- 
vania fell off materially, from 21.8 for the five months 
to 14.1. 

But it is only in July that we have had the full effect 
of the low rail rate, and in July the rail deliveries at 
New York were not only much greater than in any 
other month of the year, but somewhat larger than in 
any other month of any year. July, therefore, is the 
best test of the effect of the present railroad war on 
the distribution of freight among the several carriers 
to New York. Let us put the percentage of rail grain 
arriving by each route in July-alongside the percent- 
ages for the five months ending with May, in which 
occurred the irregularities resulting in the diversion of 
grain from the New York Central: 


. Y. Cen, Erie. Penna. Ope. 
Five months... ...38.8 37.7 21.8 
RCE 45.4 33.9 20.4 oS 


Thus the New York Centralhas gained 6.6 per cent., 
most of which (3.8 per cent.) came from the Erie. 
The loss of ‘‘ other roads” is only what always occurs 
after navigation opens. The New York Central, how- 
ever, has not recovered its last year’s July perc entage, 
which was 52.3, against 45.4 this year. The Erie had 
nearly the same percentage (a trifle less) this year as last 
in July. The gain in July over last year has been by 
the Pennsylvania (18.3 to 20.4 per cent.), which has 
apparently had no controversy to settle and no point 
to maintain. 

There is, however, one other point to consider, 
namely, the effect of the low rates on the canal 
receipts. To show this and other interesting facts 
connected with the traffic we give below the number 
of bushels received by each road and by water during 
the first seven months of each cf the past seven years : 


Grain Receipts at New York, January to July, inclusive, 
Rail and Water. 

. N.Y. Cen. Erie. 

‘ 2,437, 523 10,978,445 

. 18, 432,563 12,029,292 

ae 061141 6,262,033 

.-26,917,037 


. -30,834,432 
1880. 28,144,835 


Water. 
10,697,812 : 
16,165,868 
13,251,223 ¢ 
; 25,675,905 
11,184,752 15,761,665 

230 8,763,944 32,579,928 
24,690,617 22,077,946 12,191,994 20,079,991 79,790,880 

Here we see that though. as we have shown, New 
York’s receipts by rail this year were nearly 5,000,000 
bushels more than last year, its total receipts were 
7,300,000 bushels Jess, due to the immense decrease of 
12,300,000 bushels in its water receipts. These receipts, 
by the way, are nearly all by canal boats, but include 
perhaps 2,000,000 bushels by other vessels from rivers 
and coast points. It should be said, first of all, that a 


large part of this decrease was due to the later open- 


Total. 


87, "112, 314 


3| ing of the canal by a full month. There were canal 


deliveries throughout May last year, but none, except 
by boats belated last fall, until June this year. To 


ante Ser 





trace the effect of the rail competition, therefore, we 
should compare receipts only ws June and July. 


—P.c.-— 
-—-—By rail.- —— aly water.——. ot rail. 
88. 880. 


1881. 1880. 1. 1880. 
8,663,416 10,332,124 per 110 11, 350,430" 55.6 s2 


“peak 
July..... 11,821,431 9,433,891 5,648,400 11 694,974 67.6 4 
June and 

July... 20,484,847 19,766,015 12,554,510 23,045,404 62.0 45.0 


{n June the full effect of the lowest rail rates was felt 
but a week, and in that month the rail receipts were 
less than last year ; but in July, when all the traffic 
was carried at the low rates, there was an increase of 
about 2,400,0U0 in the rail receipts, which, however, 
was had at the expense of a decrease of no less than 
6,000,000 in canal receipts ! 

It would appear, then, that whatever may have been 
the effect of the very low rail rates on the railroads, it 
has been damaging to the grain business of New York, 
which fell off, compared with last year, 3,600,000 
bushels, in spite of the much larger rail traffic. 

In fact, the effect of very low rail rates maintained 
for a long period on New York grain traffic must be 
equivalent to that of closing the Erie Canal. Such 
rates as we are having now continued for two or three 
seasons, whether the canal were maintained or not, 
would doubtless result in the total suspension of grain 
traffic on thecanal. Boats will continue to run even 
when they cannot make more than their running ex- 
penses, but po new capital will go into boats under 
such circumstances, and the fleet would soon disap- 
pear. 

If we go back to the table of receipts by routes for 
the seven months for seven years, we will see that the 
New York Central’s receipts this year were the smallest 
for four years, the Erie’s much the largest and the 
Pennsylvania’s a little the largest ever reported. The 
water receipts for the seven months are affected so 
much by the early or late opening of the canal that a 
comparison of them in different years has little value. 
There was a very early opening in 1878, and again in 
1880, when the canal receipts were largest; this year 
the canal opened about as late as in any year, and yet 
we see that the New York water receipts were larger 
than in any other year except the two of very early 
opening, in both of which the boats ran at least one- 
half longer than this year. This might seem to argue 
a good canal business after all; but when we consider 
that the total receipts this year are immensely greater 
than in any year before 1878, we have only one year of 
lighter canal receipts to account for, namely, 1879. 
But 1879 was like this year, only more so. From the 
the very opening of the canal that year the rail rates 
were fearfully low then, and so continued until August, 
part of the time lower than at any time this year. 
These rates affected canal traffic the whole of the sea- 
son then; this year rail rates permitted profitable grain 
carrying on the canal nearly a month. 

The conclusion is inevitable that very low rail rates 
are unfavorable to New York’s grain business, because 
they cripple the route by which it receives most. 


» mse Palace re Cars.” 


The Chicago & Northwestern Railway now has on its 
line between Chicago and Council Bluffs an institution 
which has become very popular in the West of late years, 
namely, dining cars, not like those of the Pullman Company, 
n which meals are served @ la carte, and you pay for what 
you order, but cars in which a full meal is served at a fixed 
price (which fixed price, by the way, in all these cars, so far 
as we know, is 75 cents). That is, these traveling hotels are 
conducted on the ‘‘ American plan,” and not on the ‘ Euro- 
pean plan,” like the Pullman hotel cars, which are properly 
restaurant cars. 

Experienced travelers, and we may add, experienced 
diners, usually prefer restaurants to any hotel regular meal, 
or *‘ table d’hé‘e ;” and as soon as people have acquired this 
taste (and to all but a few natives of cities in this country 
1s is an acquired taste), they are very’ im- 
patient if it is not gratified; such impatience 
being doubtless due in part to not getting what they 
really do prefer, but also in part, we are inclined to believe, 
to a desire to show their superior taste—it being experienced 
diners, as we have said, that usually prefer the restaurant 
to the hotel table. However that may be, there can be no 
doubt that an immense majority of those who travel, and 
even of those who can afford to pay 75 cents for a 
meal (which is but a fraction of the number who travel), 
much prefer to have a regular meal for their money. 
The fact is, not one American in a hundred knows how to 
eat atarestaurant. The average family traveling cannot 
get what it would calla “‘square meal” at a restaurant, 
either in hotel or car, without paying two or three times 75 
cents apiece for it. They do not like to dine off one or two 
dishes, and want tea or coffee, vegetables, and something 
for dessert, and they can’t manage it. They like better to 
have their dinner set before them, pay a fixed price, and 
eat a little of everything. Your Parisian (or New York) 
gourmand may say this is barbarous; but (saving his 
presence), sad to say, in matters of eating we are a 
nation of barbarians; it is his and his fellows’ mission 
to reform us in this particular; to teach us to cook and 
to eat. But tois reform is as yet hardly begun, and 
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we must now provide for the wants which actually exist, not 
those which should exist. Itis not yet tame to send dress 
coats to Africa: let us begin with breech-cloths and shirts. 

The Chicago & Northwestern has issued a somewhat 
elaborate bill of fare of the meals served in its dining-cars, 
interspersed with sundry recipes for some of the dishes, and 
foot-notes describing a few of the unrivalled attractions of 
the great Chicago & Northwestern Railway. which Dr. 
Stennett loses no occasion for presenting to the public in the 
most telling way. If the Doctor should happen to precede 
his rival passenger agents through St. Peter’s gate, they 
may expect to find Chicago & Northwestern posters on the 
gate-posts : yes, and well displayed on the way thither. 
Indeed, we should not wonder if he would now maintain 
that the Chicago & Northwestern is the way thither—unless 
be should conclude that the crowd is not going in that 
direction. 

By the way, he calls these dining cars ‘‘imperial palace 
dining-cars.” Isn’t this too much of a compliment to the 
effete despotisms of Europe? Shall we be no better fed than 
the subjects of Kaiser Wilhelm and the Czar? Let us not 
even have our thoughts turn tothe sauer krautand black 
bread of the former, or the cabbage soup and potato whisky 
of the latter. These are true REPUBLICAN dining-cars, 
wherein the food shall be modeled after that served in the 
restaurants of Paris and Marseilles, in the good French re- 
public, which, we hope, may long thrive and prosper and 
send us cooks and teachers of cooks until we learn better 
than to spoil the good things we have by bad cooking and 
serving—and eating. 

The bill of fare at hand is not given as that of any particu- 
lar day or occasion, and therefore holds itself out to bea 
sample of the everyday bill of fare. If itis, then we fear 
the Chicago & Northwestern will never pay any dividends 
from its profits on the meals eaten in its ‘‘ imperial palace 
dining-cars.” For breakfast, about everything that is usuaily 
eaten at breakfast, besides apples, pears, peaches and plums. 
Let us have, say, Lake Michigan white fish (‘*delicatest of 
fish that swim,” says Howells, in ‘‘Our Wedding Journey,” 
and Howells is not far from the truth there) ; end if we don’t 
eat too much of that, and breakfast late, and are very hun- 
gry, a tenderloin steak with mushrooms will give us nerve 
to fight the train peddler all day, with the chances against 
him (unless he too has one of these *‘ imperial” breakfasts). 
Sliced tomatoes, if you please, with one small slice of cucum- 
ber to every large slice of tomato. Cool in hot weather. 
Eggs? Well, not this hot weather; and besides we couldn’t 
eat half our meat if we had eggs. Coffee. We have left 
nine-tenths of the breakfast; but to breakfast well you 
must taste but few dishes. 

But we will do best to breakfast light and save our appe- 
tites for dinner. Turtle soup and a nurée of fowl. If 
these are made by the recipes (which are printed in the bill) 
we will travel in order to dine. Certainly, Mr. Keep, you 
will not let them do thatevery day. You will? (Jobn, run 
to the brokex’s and tell him to sell my Northwestern stock.) 
Shad ; so it must have been last spring. Whitefish, too; 
shad and whitefish! What ‘‘ imperial” monarch ever had 
shad and whitefish or shad or whitefish in his imperial 
palace, not to say his imperial palace dining-car? Good re- 
publican fish both, not known to the effete despotisms of 
Europe; and if introduced there, as they talk of doing, they 
will cease to be despotisms and cease to be effete. South- 
down mutton, capons, pigeons, sweet breads—but we shall 
have to put in the whole dinner bill to do it justice, and at this 
rate we shall have room for nothing else. Countless vegeta- 
bles, which the average American likes. He would relish 
his dinner better if he took only one, or at most two; but 
he doesn't know it, and it is best to humor him. Long, loug 
list of pastry and dessert. Bad, but the American likes it, 
and the American women and children find it “ perfectly 
splendid,” and we must give them what they want; else 
what peace shall we have in traveling (or elsewhere)? But 
for your humble servant, whose desires are modest, no pie, 
no pudding, no cake, no nuts, but a peach, a little cream, 
half a biscuit (which you call a cracker), a bit of cheese 
(not American cheese, he hopes, but Edam, or Neufchatel, 
or, better, a little soft Brie), and a little cup of hot coffee ; 
and then he can say he has dined, whether or no he orders 
anything from the last page, headed ‘* Wine List.” 

But what! Supper! Do you really, Dr. Stennett, expect 
me to take supper after that dinner? It would be an insult 
to the dinner, and I hope I know how to pay proper respect 
to a good one when I get it. Buthere is the bill. Breakfast 
all over again, with some other things. lf pow your humble 
servant was a hunter, say, ravenously hungry at least three 
times a day, what a chance this would be for him! Can’t a 
way be contrived for uniting vigorous out-door exercise and 
traveling with imperial dining-cars at the same time? Find 
one. We know a man suffering from long-continued 
sedentary employment and with a settled prejudice against 
bad dinners. Rescue him ! 








Record of New Railroad Construction. 


This number of the Railroad Gazette contains information 
of the laying of track on new railroads as follows : 

Denver, Longmont d& Northwestern.—The first track is 
laid from Longmont, Col., southward to Canfield, 10 
miles. 

Jefferson City, Lebanon & Southwestern.—Track laid 
from Jefferson City, Mo., southwest 12 miles. 


Ulster & Delaware.—Track is laid on the Hunter Branch | 


from Phoenicia, N. Y., to Edgewood, 81¢ miles. 

Oxford & Henderson.—Track laid westward to Oxford, 
N. C., 7 miles, completing the road. 

Chicago, Milwaukee & St. Paul.—The Monroe Branch 
is extended from Monroe, Wis., west to Gratiot, 22 miles. 
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The James River Branch is completed from Aberdeen, Dak., 
south to Melette, 21 miles. 

Elizabeth, Lexington & Big Sandy.—Extended from Mt. 
Sterling, Ky., eastward to the Licking River, 19 miles. 

Sioux City d& Pacific.—The Nebraska Division is extended 
from Neligh, Neb., west by north to O’Neill, 40 miles. 

Osceola & Des Moines.—Track laid from Osceola, Ia., 
northward 9 miles. 

Des Moines Northwestern.—Extended from Panora, Ia., 
northwest 7 miles. Gauge, 3 ft. 

New York, Lackawanna & Western.—Extended from 
Binghamton, N. Y., westward to Elmira, 36 miles. 

Toledo, Cincinnati & St. Louis,—The first track is laid 
from Neoga, IIl., east by north 7 miles. Gauge, 3 feet. 

Iron Mountain & Helena.—Extended from Marianna, 
Ark., north to Forrest City, 18 miles. 

Chicago & Northwestern.—The Milwaukee & Madison 
Division is extended from Barneveld, Wis., west to Mont- 
fort, 24 miles. 

Oregon Railway & Navigation Co.—This company’s line 
is extended from Walla Walla, Wash. Ter., northwest 36 
miles. 

New York, West Shore & Buffalo.—The first track is laid 
from West Point, N. Y., nerthward 214 miles. 

This is a total of 279 miles of new railroad, making 3,459 
miles this year, against 2,853 miles reported at the corres- 
ponding time in 1880, 1,476 milesin 1879, 1,049 miles in 
1878, 1,013 miles in 1877, 1,253 miles in 1876, 614 miles in 
1875. 962 miles in 1874, 2,252 milesin 1873 and 3,962 miles 
in 1872. 





THE DISTRIBUTION OF FOREIGN IMMIGRATION is a sub- 
ject which deserves more attention than it receives, as the 
destination of the immigrants is to a considerable 4xtent an 
index to the demand for labor and the extent to which the 
different parts of the country will be developed. But the 
information accessible is very imperfect as regards the 
present immigration. The census returns, however, show 
very definitely to what states it has been, as they give the 
number of foreign born persons resident in each state at the 
time the census was taken; of course the immigration to dif- 
ferent states varies somewhat.rom time to time, but it does 
vot change suddenly and greatly; for most immigrants have 


their course directed by friends or neighbors who have pre- | 


ceded them, and whoare perfectly willing themselves tomake 
a second migration from the place where they first settled to 
another where the prospects for profitable employment are 
greater. Now hitherto nearly all the foreign immigration 
has been to Northern states ; and in spite of what has 
been said recently, there has as yet been very little 
diversion of it to the South or Southwest. How small 
immigration to the South has been, may be seen by 


the fact that when the last census was taken there were | 


but 124,000 foreign-born residents of Texas, and Texas 
had about as many as all the other Southern states put 
together south of Virginia and Kentucky ; and yet the single 
new state of Nebraska alone had 124,000 foreigners; Kan- 
sas nearly the same number; Minnesota, 407,000; Cali- 
fornia, 442,000, and New York 1,590,000. Arkansas hed 
but 10,400, which is about the number in Alabama, Georgia, 
Florida and Mississippi, while even Virginia had but 14,800. 
In fact, the greater number of the foreigners go to states 
in which there is manufacturing, and probably only the 
smaller number ever goes to farming. In all the Western 
agricultural states west of the Mississippi there were on 
the 1st of June, 1880, but 1,334,000 foreigners, though the 


immigration of the previous year was 457,000, and for the | 


ten years previous it was 2,812,000. The largest proportion 
of foreign agricultural population is in Minnesota and Da- 
kota, where most of the inhabitants were born abroad. But 
Kansas, which had grown so much (631,000 increase) from 
1870 to 1880, had but 128,200 foreigners, or 1 in 8 o 
the total population; Iowa, 1 in 5: and Nebraska, 1 in 33¢ 
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During the past year the distribution of the immigrants has 


been affected greatly by the demand for new railroad con- | 


struction ; but the men employed at this cannot be said to 
have ‘‘settled” anywhere. 





CHICAGO SHIPMENTS EASTWARD were much larger during 
the week ending Aug. 13 than we reported, amounting to 
56,291 tons; they were reported by the Board of Trade as 
43,167 tons, and it reports for the following week, ending 
Aug. 20, shipments amounting to 50,262 tons; while for 
four days of that week the actual shipments were 36,334 
tons, indicating a total of about 57,000 tons, but possibly 
much more. The great advance in lake rates would 
naturally increase rail shipments. These are, however, 
immensely greater than last year, or any other year at this 
season, though the total Chicago shipments are probably 
about the same. 

The actual shipments weekly this year and last bave been, 
in successive weeks since the 15-cent. rate was made, and on 
the average from the opening of navigation until that time: 
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are shown to have exceeded their pool percentages; the 
Michigan Central was even with its; the others all below. 








*GRAIN EXPORTS IN JULY are reported by the Bureau of 
Statistics to have been, at all United States ports, 22,500,- 
029 bushels (mcluding flour and corn meal) this year, 
against 34,791,650 in July last year—a decrease of no less 
than 12,200,000 bushels, or 35 per cent. This year nearly 
half of the corn, 30 per cent. of the wheat, and 53 per cent. 
of the flour were exported from New York. Baltimore ex- 
ported 23 per cent. of the wheat and 191¢ per cent. of the 
corn, but less than 6 per cent. of the flour. San Francisco 
exported nearly-as much wheat as Baltimore, but its value 
was not as great by one-third, and it exported but one-ninth 
of the flour and nothing else worth mention. New Orleans 
| stands fourth in corn exports, with one twelfth of the whole, 
| and fifth in wheat exports, with 4.7 per cent. of the whole. 
| The average value of a bushel of wheat exported was 863¢ 
| cents at Portland, Oregon, 84 cents at San Francisco, $1.18 
| at New Orleans, $1.101¢ at Chicago, $1.241¢ at Baltimore, 
| $1.26 at Philadelphia, $1.26 at New York, and $1.23 at 
| Boston. If the wheat was of the same average quality at 
| all these ports, the differences would be exactly equal to the 

differences in the cost of transportation. For the Pacific 
| Coast they are sufficiently significant, wheat being 42 cents, 
| or one-third, less in San Francisco thanin New York. The 
| present freight churge from San Francisco to Liverpool is 
| 75s. to 80s. per ton, equal to 48 to 51 cents per bushel, 
| against 10 to 11 cents from New York. 
| For the seven months ending with July, exports of flour, 
wheat and corn from all United States ports have been re- 
| ported as follows from the Bureau of Statistics: 





1881. 1880 Inc. or Dee. P.c. 

Flour, bbis.... .... 4,415,215 3,583,707 Ime. 1,031,508 30.5 
| Wheat, bush... ...67,417,316 70,172,052 Dec. 2,754,766 3.9 
| Corn, bush.........50,201,612 75,784,091 Des. 25,582,479 33.7 


The increase in flour exports was equivalent to 4,651,786 
bushels of wheat, thus exceeding by 1,900,000 bushels the 
| decrease in wheat. There is nothing to set against the im- 
| mense decrease of corn exports, the exports of grain, other 
| than those named above, being insignificant. The decrease 
| in the value of the exports was $21,600,000, or about 14 per 
| cent. 











| prosperity, because the number of transactions bears no re- 
| lation to the amounts produced and consumed. This makes 
| inferences from clearing-house reports untrustworthy, ex- 
| cept as indications of activity in buying and selling. This 
| is illustrated by the record of transactions on the New York 
| Produce Exchange Friday of last week. The Produce Ex 
change Daily begins its account of the wheat market as tol. 
lows: “ Receipts, 108,286 bushels; exports, 133,825 bushels; 
sales, 3,223,000 bushels.” The sales thus were about thirty 
times as great as the receipts. And in places where there is 
| great activity in real estate, as there frequently has been at 

Chicago and Kansas City, and also, though in a smaller pro- 
| portion to its other busitess, at New York, there may be 
| transactions involving immense payments, with of course 
| no production whatever, the object dealt in remaining pre- 
| cisely the same after having been bought and sold ascore of 
times. But an undue proportion between production, or the 
quantity of merchandise sold, and payments, as indicated 
| by clearings, indicates a great dealof speculation, such as 
| there has been fora year or twoin stocks and recently in 
| grain, and speculation always begins when the country is 

prosperous. , 


| THE Stock or IMpoRTED IRON IN WAREHOUSE is re- 
| ported by the Bureau of Statistics to have fallen from 428,- 
| 184 tons at the beginning of this year to 148,503 tons July 
| 1. This isa fact of importance as affecting the prospects 
| for prices in the future, and also indicating the consumption 
| of the country. Nearly all the time this half-year the iron 
| works of this country were pushed to their utmost capacity, 
| the exception being that at current prices for coal and ore it 
| became unprofitable for some blast furnaces to make 
| pig, and several were blown out. And the statistics show 
| that the decrease in imported stocks was chiefly in pig and 
| scrap—just what affects the demand for domestic pig iron. 
| The decrease in the foreign stocks of these was 252,000, the 
total decrease in all iron and steel and manufactures there 
| of having been 280,000 tons. In ruils there was a decrease 
| of 82,000 tons in the foreign stocks on hand—an inconsider- 
| able quantity in view of the enormous consumption at this 
time—only enough for 320 miles of track. 

The presence of large unsold stocks of iron (either foreign 
| or domestic) of course has a tendency to make prices weak, 
| and in view of the absorption of these stocks producers are 
| more confident of maintaining prices than they were two or 
| three months ago. 








| Lake, Ram AND RIVER SHIPMENTS OF GRAIN have 
| been as follows since navigation opened, the first line show- 
|ing the average weekly shipments until the low rail rates 












1881. 1880. r i para’ 
Average May 1 to June 18................ 41,629 36,854 | were made, theothers actus! shipments of each te - 
Week to a a | week under the low rates: 
SE MEE So codes v ch bdeban tadbidtevckusetsves 1.660 55,394 | : P 
, Ore OOr . -—— By rail——. —By river.— By lake. Total. 
July 4 Tt Skt ae Tie e caete Bae ore oS | Av. to— Bushels. P.c. Bushels. P.c. Bushels. Bushels. 
Mia. tak. a ee 34°58y | June 18....... 1,613,377 29.8 475,408 8.8 3,325,609 5,414,304 
Si EON ea GREG ME BE 54,211 33,373 | ww ars 7m 
: OQ’ an ‘any | Week to— 
en poe $4,371 | June 25.......3,566,702 47.8 547,000 7.3 3,843,057 7,456,759 
Berges ansee sarge cos 5691 38.646 | July 2... .542,753 40.6 263,039 4.2 3,453,881 6,259,673 
ara Av adacat ee tea tal thas sola #5700 361241 me . 2,203,463 35.2 355,500 5.7 3,702,448 6,261,411 
ey pee eer ee eget ee . itn es ee 2,380,333 45.0 84,044 1.4 2,837,841 5,302,218 
F Estimated a et 1,868,110 39.6 161,010 3.4 2,691,917 4,721,037 
, Pritt Ferre 2,121,597 41.6 340,952 6.7 2,632,659 5,095,208 
The Board of Trade report for the last week shows that | Aug. 6........ 2,213,188 44.7 167,574 3.4 2,634,441 4,952,203 
31,126 tons out of the 50,262 reported were grain, and10,-| “ 1%.-.---. 2,079,820 35.6 139,254 2.4 3,629,635 5,848,709 


251 flour. 


Alithe grain is taken in competition with the | 


It is noticeable that now that the total shipments begin to 


lake vessels, but not a great deal of flour goes by lake even | grow again, the railroads have not got the increase, but the 
at ordinary rates. The Pan-handle and the Grand Trunk! lake vessels entirely, Since the 15-cent_rate was made 
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there has been but one week when the rail shipments were so 
small a proportion of the whole. 








FRESH BEEF Exports, which but a short time ago were 
regarded as promising to become immense, affording an 
outlet for the products of a vast area in this country fit only 
for grazing, grow quiteslowly. In Juiy they were, indeed, 
less this year than last. For the seven months ending with 
July they were one-twelfth more than last year, and for the 
nine months ending with July they were nearly 16 per 
cent. Yet for the last nine months the total exports of fresh 
beef were but 42,285 tons. In 1880 the number of cattle, 
live and dressed, exported from New York alone was 162,- 
520 head, not quite half being dressed, and this number was 
not one-fourth of New York’s receipts. One moderate city 
will consume more beef than our entireexports. Our cheese 
exports are much larger than our fresh beef exports, and 
our exports of hog products more than ten times as great. 








CANAL SHIPMENTS for the week ending Aug. 15 show, 
compared with the corresponding week of last year, a de- 
crease of only 614 per cent. in tons shipped, but of 22 per 
cent. in the miles cleared by boats, and of 37 per cent. in the 
tolls. The decrease in grain was from 62,510 tons last year 
to 28,933—more than half. Thereis not much difference in 
the lumber shipments, but the shipments of iron and iron 
ore have increased from 19,980 to 25,748 tons and of coal 
from 31,098 to 45,653. The coal shipments are extraordi- 
narily large, and this week came next to lumber in dmount, 
being one-half more than grain, which, indeed, is not very 
much more than iron. The effect of the low west-bound 
rail rates is seen in the felling off of sugur, molasses and 
coffee shipments from 3,014 to 372 tons, but generally the 
canal traffic is large with theexception of grain, which here- 
tofore has been the largest item of it. 





LAKE RatEs have fallen off a little. After remaining at 
31 cents a bushel for corn from Chicago to Buffalo for a few 
days, they fell first to 8 cents, and by last Saturday to 2%. 
There is no change in canal rates, which remain at 314 cents 
a bushel for corn and 4 for wheat from Buffalo to New 
York. Ocean rates have declined, and last Wednesday were 
quoted at 4$¢d. per bushel by steamer from New York to 
Liverpool. 

At this time last year the rates were 5 cents by lake, and 
5%{ by canal and 7d. by sea—an aggregate of 24%{ cents, 
against 151¢ now. 


JULY IMMIGRATION was comparatively light—only 11.4 
per cent. more than last year in July, while for the year end- 
ing with June the increase over the previous year was 24 per 
cent. July is, however, a month of comparatively light im- 
migration. The numbers were 56,607 this year, against 
49,855 last. 


General Railroad ews. 











MEETINGS AND ANNOUNCEMENTS. 


Railroad Conventions. 


The International Road-Masters’ Association will hold its 
annual convention in Cincinnati on the second Wednesday 
in September (Sept. 14) next. 

The National Association of General Passenger & Ticket 
Agents will meet in St. Louis, Sept, 20. 

The Master Car-Painters’ Association will hold its annnal 
convention in New York City Sept. 21, beginning at 10 a. m. 

The Railroad Commissioners’ Convention has been called 
to hold the fourth annual meeting in Atlanta. Ga., Oct. 11. 

The Order of Railway Conductors will hold its fourteenth 
annual convention in Buffalo, N. Y., Oct. 4. 


Dividends. 
Dividends have been declared as follows: 
Delaware & Hudson Canal, 114 per cent., quarterly, 
payable Sept. 10. Transfer books close Aug. 24. 
Boston & Albany, 2 per cent., quarterly, payable Sept. 


Chicago, Burlington & Quincy, 2 per cent., quarterly, 
pavable Sept. 15. Transfer books close Sept. 1. 
Danbury & Norwalk, 144 per cent., quarterly. 


Foreclosure Sales. 


The Cleveland, Mt. Vernon & Delaware road was sold in 
Akron, O., Aug. 20, under a decree of foreclosure granted 
by the Court of Common Pleas of Summit County, U., and 
was bought for $1,140,200 by W. H. Smithers and J. A. 
Horsey, of New York, and J. M. Adams, of Cleveland. a 
committea re pe the bondholders, who are chiefly 
reidents of Holland. The road extends from Hudsvn, O., 
to Columbus, 144 miles, with an unfinished branch from 
Killbuck to Dresden. The bonded debt consists of $2,400,000 
tirst-mortgage and $669,000 income bonds. The new 
owners will complete the branch and make other improve- 
ments. 

The North Side road will be sold Sept. 27, under a decree 
of foreclosure made by the New York Supreme Court. The 
road extends from Flushing, N. Y., to Great Neck, seven 
miles. It was consolidated with the Flushing & New York 
and the Central, of Long Island, forming the Flushing, 
North Shore & Central Company. This consolidation, how- 
ever, was broken up by foreclosure suits. 

The Hanover Junction & Susquehanna road is to be sold 
in Lancaster, Pa., Sept. 15, under order of Court. The com- 
pany has no finished road, but_has done some grading on a 
liane from Landisville, Pa., to Hanover, 34 miles. 


ELECTIONS AND APPOINTMENTS. 


American Eapress Co.—Mr. James C. Fargo has teen 
chosen President in place of his brother, Wm. C. Fargo, 
deceased. 








Burlington, Cedar Rapids & Northern.—The following 
pg from General Superintendent C. J. Ives is dated 
Aug. 15: 

“Mr. Robert Williams is hereby appointed Superin- 
tendent of the railway. Mr. John C. Fox is appointed As- 
sistant Superintendent, and will have charge of the Pacific 
Division. Employés of this division will report directly to 
him. Mr. Louis A. Bein is appointed Superintendent of 
Telegraph and Train-Master. Mr. Geo, A. Goodell is a 


orders <7 above-named parties in their respective de- 
ents. 


Chesapeake & Ohio.—Mr. E. F. Kelly has been appointed 

General Western Freight and Passenger Agent for this 

company, with headquarters at Cincinnati. e will have 

general charge of traffic in the West, subject to the direction 

y- = General Freight Agent and the General Passenger 
gent. 


Chesapeake, Ohio & Southwestern.—This new company 
has been organized with the following directors: H. Cum- 
mins, oe Tenn. ; ag, Sony McHenry, Paducah, Ky.; 
E. D. Standiford, Louisville, Ky.; John Echols, Staunton, 
Va.; Thomas C. Platt, Owego, N. Y.; John E. Devlin, Isaac 
E. Gates, C. P. Huntington, Extine Norton, New York. The 
board elected C. P. Huntington President; John Echols, 
Vice-President. . 


Chicago, Burlington & Quincy.—I‘ is reported that Mr. 
J. C. Peasiey is to succeed Mr. Amos T. Hall as Treasurer. 
Mr. Peasley has been for some time in the banking business, 
at Burlington, Ia., and is well spoken of as an accountant 
and business man. 

Mr. Wm. Forsyth has been appointed Mechanical Engi- 

neer of the Chicago Division, with office at Aurora, Ill. e 
was recently on the Pittsburgh, Ft. Wayne & Chicago. 
Mr. Amos McDaniels has been appointed Foreman of the 
round-houses at Aurora. He was for many years a locomo- 
tive engineer on the road, and lost a leg in an accident some 
time ago. 


Chicago, Hannibal & St. Joseph.—At the annual meeting 
in Chicago, Aug. 19, the following directors were chosen : 
John B. Carson, Hannibal, Mo.; C. B. Farwell, N. K. Fair- 
bank, Chicago; Russell Sage, New York. The company was 
organized to extend the Hannihal & St. Joseph to Chicago, 
but has never done any work. 


Chicago, Rock ‘Island & Pacific.—Mr. Charles H. Row 
has been appointed Passenger Agent in charge of the Middle 
District, with headquarters in Philadelphia. 


Cincinnati, Indianapolis, St, Louis & Chicago.—Mr. H. 
Matthews is appointed Superintendent of the Martinsville 
Branch in place of of J. C. Smith, who has gone to the new 
Kankakee & Seneca road. 


Denver & Rio Grande.—Mr. J. M. Myers has been ap- 
pointed Master of Transportation of the Gunnison Division, 
with office at South Arkansas, Col. He was recently Train 
Dispatcher on the Union Pacific. 


Fitchburg.—Mr. F. O. Heald has been . a Acting 
ae Passenger Agent in place of 8. . Cummings, 
resigned. 


Ft. Wayne & Columbus.—The directors of this new com- 
7 are : Jobn Byron, Wm. Fleming, 8S. F. Hayne, James 

cArthur, A. J. Marner, J. F. Ninde, L. N. Ninde. Office 
at Ft. Wayne, Ind. 


Green Bay, Winona & St. Paul.—Mr. E. C. Case has been 
appointed Chief Engineer and Superintendent. Mr. Case 
has been for several years Superintendent and General 
Manager of the Sussex Railroad. 


Indiana, Bloomington & Western.—Mr. G. L. Dickenson 
is appointed Auditor of the Ohio Division, vice L. H. Lewis, 
resigned, appointment taking effect Aug. 20. All accounts 
of this division are kept separate from the main line, and 
separate reports should be rendered and separate drafts 
drawn for mileage, ticket and freight balances. 


International & Great Northern.—Mr. K. P. Corbyn has 
been appointed Road Supervisor of the San Antonio Divi- 
sion, with headquarters at Austin, Texas. 


Kankakee d& Seneca.—Mr. John C. Smith has been ap- 
pointed Superintendent and P. J. Kelly Road-Master of this 
road, with offices in Kankakee, Il. Mr. Smith was recently 
Superintendent of the Martinsville Branch of the Cincin- 
nati, Indianapolis, St. Louis & Chicago road. 


Lincoln & Fremont.—At a meeting held in Lincoln, Neb., 
Aug. 16, the following directors were chosen: John Fitzger- 
ald, I. M. Raymond, A. 8. Raymond, J. R. Richards, R. C. 
Cushing, L. C. Richards, 8S. B. Galey. Subsequently the 
board organized by electing John Fitzgerald President; I. 
M. Raymopd, Vice-President; J. R. Richards, Treasurer; 8. 
B. Galey, retary. 


Live Oak & Rowland’s- Bluff.—Capt. John C.~ Reynolds 
has been appointed Chief Engineer. 


Louisville, Cloverport d& Western.—The officers of this 
new company are as foilows: President, R. R. Pierce, Clo- 
verport, Ky.: Vice-President, J. D. Powers, Owensboro, 
Ky.; Secretary and Treasurer, F. Walter. 


Merchants’ Dispatch.—A circular from Mr. George B. 
Sherman, General Western Agent, announces the following 
changes taking effect Aug. 20: — 

“The office of General Western Agent is removed from 
No. 111 Bank street, Cleveland, O., to 128 Washington 
street, Chicago, and all communications for him should be 
so addressed. Mr. John Crampton, Western Fureign Freight 
Agent, with office at No. 128 Washington street, Chicago, 
Il, is placed in charge of this company’s east-bound 
foreign freight business at Chicago proper, and all the de- 
tail pertainmg thereto, and the commercial interests of this 
branch of the business in the territory assigned him tributary 
to Chicago. Mr. George C. Lawrence, Western Dairy-Line 
Agent, with office at No. 128 Washington street, Chicago, 
is placed in charge of this company’s dairy-line business at 
Chicago proper. and all the detail pertaining thereto, and 
the commercial interests of this branch of the business in the 
territory assigned him tributary to Chicago. Mr. J. M. 
Amberg, West-bound Agent, with office at No. 128 Wash- 
ington street, Chicago, is placed in charge of the west bound 
business at Chicago proper, and all the detail pertaining 
thereto. 


Olympia, Tenino & Chehalis Valley.—At the annual 
meeting in Olympia, Wasb. Ter., Aug. 1, the eed 
directors were chosen: F. B. Brown, A. A. Phillips, J. 
Sprague, Otis Sprague, Robert Wingate. The board elected 
J. W taco President; Robert Wingate, Vice-President; 
A. A. Phillips, Secretary; F. R. Brown, Treasurer. 


———— Wilmington & Baltimore. — Mr. Henry 
Wood has been appointed Superintendent of the new Cen- 
tral Division, which includes the West Chester and the 
Philadelphia & Baltimore Central roads, heretofore worked 
separately. 


Pittsburgh, Cincinnati & St. Louis.—The office of the 
Chief Engineer, J. Becker. will be at Pittsburgh, Pa., 
instead of Columbus, O.,.on and after Aug. 17. 


St. Louis, Iron Mountain & Southern.—Mr. H. M. Hoxie 
has been a — General Manager and will take charge 
of the pt. 1. Mr. Hoxie is also General Manager of 
the Texas & Pacific and General Superintendent of the 
International & Great Northern, and will retain his positions 
on those roads. 





r. 
pointed Train Dispatcher, All employés will observe t 





St. Paul. Minneapolis & Manitoba.—At the annual meet- 
ing in St. Paul, Minn., Aug. 15, the old board was re-elected 
as follows: R. B. Angus, R. B. Galusha, J. J. Hill, N. W. 
Kittson, St. Paul ; Donald A. Spaith, George Stephen, Mon- 
treal ; UO. H. Northcote, New York. The board re-elected 
George Stephen President; R. B. Angus, Vice-President ; 
James J. Hill, Goneral Manager; Allen Manvel, Assistant- 
General Manager ; E. Sawyer, Secretary and Treasurer. 


Savannah, Florida & Western.—Col. Henry M. Drane 
has been appointed Special Assistant to the General 
Manager. Col. Drane was for sever] years General 
Passenger Agent of the Macon & Brunswick, ani has been 
with the Savannah, Florida & Western about a year as 
Superintendent of Construction of the Jacksonville Branch, 
now completed. In addition to other duties he will have 
special charge of the proposed extension of the Florida 
Division from Live Oak southward. 


Susquehanna & Southwestern.—George W. McPherson, of 
Philadelphia, is President of this new company. 


Sussex.—Mr. Charles Arvis, of Newton, N. J., has been 
appo‘nted Superintendent, in place of E. C. Case, resigned. 


Texas d& New Ovleans.—A circular from Vice-President 
and General Manager J. F. Crosby announces that this com- 
ny will hereafter operate the Louisiana Western road. 
he officers of the two roads will be as follows: Superin- 
tendent, C. A. Burton: Auditor, P. B. Watson; General 
Passenger Agent, J. C. Zimmers ; General Freight Agent, 
W. H. Masters ; General Agent, J. G. Parkinson. The offi- 
cers are all at Houston, Tex., except that of Mr. Parkinson, 
which is at Vermillionville, La. Messrs. Burton, Watson and 
Masters have been on the road some time. Mr. Zimmers 
= General Freight and Passenger Agent of the Louisiana 
estern. 


Troy & Greenfield.—Mr. C. W. Purcell has been appointed 
Train-Master, with office at North Adams, Mass., to succeed 
Mr. C. ‘A. Goodnow, who has gone to the New Haven & 
Northampton road. 


Walden’s Ridge.—This company was recently organized 
by the election of the following directors: D. A. Carpenter, 

enry E. Colton, Peter Ferry, E. C. Lackland, Frank F. 
McClung, John G. Scott, John G. Scott, Jr. he board 
elected John G. Scott President; E. C. Lackland, Vice-Presi- 
dent and Treasurer; B. F. Jenks, Secretary. The office is at 
Oakdale Iron Works, Roane County, Tenn. 


Western North Carolina.—Mr. V. E. McBee, of Charlotte, 
N. C., bas been appointed Superintendent. Chief Engineer 
Wilson has heretofore acted as Superintendent. 


Western Reserve.—The officers of this company are: Pres- 
ident, D. C. Coolman; Secretary, E. P. Hatfield; Treasurer, 
D. L. Rockwell. Offices at Ravena, Ohio. 


PERSONAL. 
—Mr. L. H Lewis, Auditor of the Ohio Division of the 
Indiana, Bloomington & Western, has resigned his position. 


—Mr. Wm. Tomlinson, General Passenger Agent of the 
Naugatuck Railroad, died recently in Bridgeport, Conn., 
aged 58 years. He had heen connected with the road for 10 
years past. 


—Mr. Joseph L. Stephens died at his residence in Boon- 
ville, Mo, Aug. 11. He had long been a prominent banker 
in Missouri. and was largely interested in the Missouri 
Pacific and its branch lines, 


—Mr. Arthur W. Soper, for several years General Manager 
of the St. Louis, Iron Mountain & Southern road, and pre- 
viously General Superintendent of the road, has resigned his 
position, and will leave the road Sept. 1. 


—It is reported that Mr. Charles F. Clark, formerly Gen- 
eral Manager of the New York & New England road, has 
been offered the position of General Manager of the New 
York, New Haven & Hartford, a new office on that road. 


--Mr. James C. Slocum, a railroad contractor well known 
in New York and California, died suddenly ata hotel in 
Bradford, Pa., on the evening of Aug. 21. It is supposed 
that bis death was caused by an accidental over-dose of 
morphine, . 


—It is reported that Capt. J. A. Grant, Chief Engineer 
and Genera] Superintendent of the Memphis & Charleston, 
road, has tendered his resignation on account of ill health 
and that he intends to go to Texas and settle upon land which 
he owns there. 


—Chicage dispatches report that Mr. Amos T. Hall, Treas- 
urer of the Chicago, Burlington & Quincy Company, has 
tendered his resignation, to take effect Sept. 1 next. Mr. 
Hall is the senior officer of the company, and is very widely 
known and universa!ly esteemed. 


—Mr-“Wm. Gooderham, Sr., a very wealthy man and 
owner of one of the largest distilleries in the world, died at 
his residence in Toroato, Ont., Aug. 20. He was largely in- 
terested in the Northern and the Toronto & Nipissing roads, 
being the chief owner of the last-named line. He left the 
active management of his railroad interests to his son. 


—Mr. T. E. Clark, Master of Transportation of the Cairo 
& Vincennes road, having resigned that position to accept 
one on the Chicago, St. Paul, Minneapolis & Omaha road, 
was recently entertained by his friends on the Cairo & Vin- 
cennes, at a picnic near Vincennes, Ind., and during the en- 
tertainment was presented with a very flattering testimonial 
and a purse containing $120 in gold coin. 


—Mr. A. A. Robinson, Chief Engineer of the Atchison, 
Topeka & Santa Fe Railroad, has met with a heavy loss by 
the death of his wife of typhoid fever in Las Vegas, New 
Mexico, on the morning of Aug. 3. A friend of bis and 
hers writes us: “Mrs. Robinson was a most lovely charac- 
ter, and a lady of more than ordinary intelligence and ac- 
complishments. She was a devoted wife and mother and a 
sincere fr‘end. Truly she possessed every attribute of true 
womanhood and wherever she was known there is mourn- 
ing. We are seldom called upon to mourn the loss of one 
who was in every way so fitted to adorn and brighten life’s 
pathway. Her mottoseemed to be: 

“«* Let us scatter some sunshine while passing along, and 
make life as bright as we can.’” 


—The Louisville Commercial says: ‘“‘A few years since 
the cost of gas furnished to the city by the Louisville Gas 
Company for —_ lights was the subject of much discus- 
sion, and the General Council and the Gas Company each 
appointed arbitrators to ascertain the cost of manufacture, 
ete. Mr. Albert Fink represented the city and Mr. Charles 
Hermany the Gas Company. Reports were made, but 
there seems to have been very little done towards 
the main object. Twoor three months since the General 
Council authorized the Mayor to appoint some suitable person 
to reprcsent the city in an examination similar to the one 
made before. On the 18th of last month the Mayor ad- 
dressed aletterto Mr. Gilbert C. Breed (of the Louisville 





& Nashville) asking him toserve in that capacity for the 
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city, and Mr. Whitestone for the Gas Conpeny appointed 
Mr. F. W. Vaughan. Both gentlemen ve accepted, 
and are now engaged in an examination for the purpose 
of ‘reconciling and adjusting the differences in account 
for public lights between the city and the Gas Company, and 
to ascertain the price of gas.’ Mr. Breed is known as one 
of the most accomplished mathematicians in the country. 
Mr. Vaughan is Presideut of the Louisville Bridge & Iron 
Co., and a civil engineer of reputation.” 


—The Rio News, published at Rio de Janeiro, Brazil, July 

gives the following notes of the last work of the late W. 
Milnor Roberts: 

* Towards the close of 1878 Mr. Roberts accepted an ap- 
pointment of the Brazilian government for an examination 
of the ports and water-ways of the empire, with reference | 
to their improvement. His contract was for a period of | 
three years, beginning with 1879, only six months of which | 
remained unexpired at the time of his death. He left New | 
York Jan. 4, 1879, and arrived in this city on the 27th of | 
the same month. He was at once charged with an examina- | 
tion of the port of Santos, and entered upon his new work in | 
the following month of February. This task was completed | 
in June, and on Aug. 31 Mr. Roberts set out for an extended | 
examination of the Upper Sao Francisco. He was accom- | 
om on. this survey by Prof. O. A. parle, ot the National 

useum, Mr. Rudolf Wieser, assistant, and by several young 
Brazilian engineers. This survey was the most difficult and | 
important one upon which Mr. Roberts was engaged, the | 
field work alone occupying a period of over six months. | 
After a long interval had elapsed, during which time he 
served on a commission to report upon the new water-works 
of this city, Mr. Roberts was commissioned with the exami- 
nation of various northern ports, and in two separate trips 
made careful surveys of the ports of Pernambuco, Fortaleza 
Maranhao, Victoria, Caravellas, and several other small 


rts. 

“Very recently he was instructed to examine the port of 
Rio Grande, but this work was afterward deferred in order 
to have an examination made of the Rio das Velhas, 
province of Minas Geraes, during the season of low water. 
Accompanied by Prof. O. A. Derby, geologist, and Mr. J. 
W. de Aguiar, assistant, Mr. Roberts set out on this his last 
survey on the 2nd instant. He was compelled to suspend 
his journey on the 7th, at a little settlement, or railway sur- 
veyors’ camp, called Soledade, where an indisposition which 
had been troubling him for some days developed into typhus 
fever. He died on the evening of the 14th instant in the 
72d year of his age, and was buried on the following day in 
the parish cemetery of Caramandahy, seven leagues beyond 
the city of Barbacena, Minas Geraes.” 








TRAFFIC AND EARNINGS. 


Railroad Earnings. 
Earnings for various periods are reported as follows: 





Seven months ending July 30 : 

1881. 1880. Inc. or Dec. P.c. 
Cairo & St. Louis.. $236,238 $214,105 I. $22,133 10.3 
sng 9 et 1,524,387 1,497,272 I. 27,115 1.8 

n.,Ind., St. L. 
oct: wae aang 1,247,047 1,287,981 D. 40,884 3.2 

eve. . Ver. 

WM ishis chk ines 233,524 242,989 D. 9415 3.9 
Des M. & Ft. Dodge 191,567 163,234 I. 28,333 17.4 
Mem., Pad. & No.. 133,370 113,039 I. 20,331 18.0 
Paducah & E’town. 286,517 213,551 I. 72,966 34.1 
Pennsylvania ...... 25,334,258 22,883,715 I.2,450,543 10.7 

Net earniugs ..... 10,487,927 9,396,714 I.1,091,213 11.6 
Texas & Pacific.... 1,968,854 1,344,058 I. 624,796 46.5 

Six months ending June 30: 

Chi, Bur. & Quincy $9,098,54 $9,659,605 D. $561,058 5.8 

<a ows APA 4,157,943 5,012,308 D. 854,365 17.0 

. Y., N. Haven 

peepee 2,676,860 2,211,531 I. 465,329 21.0 

Month of June: 

Chi., Bur. & Quincy $2,083,802 $1,682,956 I. $400,846 23.8 

<2 eons ea ‘ 1,121,014 848,744 I. 272,270 32.1 

., N. Haven 
ae 488,440 368,116 I. 119,324 31.8 
N. Y., Pa. & Ohio 447,279 368,436 I. 78,843 21.4 

Net earnings..... 70,059 38,125 I. 31,934 84.0 

Month of July: 

Cairo & St. Louis.. $32,636 $34,146 D. $1,510 4.4 
+ aga ag ‘cs 225,096 238,236 D. 13,140 5.5 

n., ., St. L. 
ann, es Hs 178,861 204,188 D. 25,277 12.4 

eve er. 

|. eapetpartty 29,953 30,937 D. 986 3.2 | 
Des M. & Ft. Dodge 35,875 28,181 I. 7,694 27.5 
Mem., Pad. & No.. 20,511 17,328 I. 3,183 8.5 
Mo. Pacific. weeceees 17,663 980.963 I. 336.700 34.3 
Paducah & E’town. 38,819 31,739 I. 7,080 22.0 
Pennsylvania ...... 3,780,418 3,449,644 I. 330,774 9.6 
Net earnings ..... »490,971 1,302,505 I. 188,466 14.5 
a. & Reading 1,835,725 1,282,834 I. 552,891 43.0 
Ee & — 9,657 214,837 I. 134,820 62.7 
‘oledo, Delphos 
ccd Sha etcnie ck ne eee, ee 
Second week in August: 
Chi. & Eastern Ill.. $35,854 $33,535 I 2,319 6.9 
Chi. & Alton........ 219,561 202,597 I. 964 8.4 
Chi., Mil. & St. Pau 338,000 221,366 I. 116,634 52.8 
St. L.,1.M-&S8o.. 152,600 144'898 I 7702 «5.3 
St. P., Minn. & Man 97,516 56,259 I. 41,257 73.7 
Wab., St. L.& P... 373,943 74,417 I. 99,56 36.3 

Third week in August: 

Denver & R. G..... $128,680 $85,170 I. $43,510 51.2 

Week ending Aug. 6: 

Grand Trunk ....... £38,512 £43,647 D. £5,135 11.8 

Week ending Aug. 12: 

Great Western ..... $99,165 $100,156 D. $991 1.0 

Week ending Aug. 13; 

Chi. & Grand Tr’k.. $33,166 $28,046 I. $5,120 18.3 


| New Orleans 3.6 and Portland 0.2 per cent. 
| striking changes in these percentages. 


they had averaged but 645,000. There and at Toledo there 
are large wheat receipts, the two together receiving 58 per 
cent. of the wheat, against 20 per cent. at Chicago, while 
Chicago received 74 per cent. of all the corn. This indicates 
| thatthe new winter wheat has begun to come forward pretty 


| freely, as these two places receive chiefly from country that 
| produces winter wheat chiefly. More than 60 per cent. of 


all the grain received, however, is corn; and the «vheat re- 


| ceipts are two-fifths less than last year. 


f the Atlantic receipts New York had 51.4 per cent., 
Baltimore 22.1, Philadelphia 11.1, Montreal 6.1, Boston 5.5, 
There are no 


Exports from Atlantic ports for five successive weeks 
have been: 





Week ending 





1881. Aug.17, Aug.10. Aug. 3. July 27. July 20. 
Flour, bbls.. 71,111 75,094 158 72,329 75,795 
= bus..4,019,291 4,597,908 4,240,467 3,984,400 4,408,079 

1880. 

Flour, bbls... 97,585 71,183 110.477 93,647 79,175 
Grain, bus. .8,161,262 6,495,959 7,986,382 6,205,671 6,160,334 


Thus the grain exports of the last week are not half as 
great as in the corresponding week of last year, when, how- 
ever, they were probably the largest ever known. 

Receipts and shipments at Chicago and Milwaukee for the 
week ending Aug. 19 were: 





Receipts. -——Shipments———. 

1881. 1880. 1881. 1880. ¢ 

Chicago... .... 4,045,644 3,105,654 3,241,959 4,380,241 
Milwaukee..... 266,585 167,859 211,899 56,184 


Taking the two together, the receipts were 32 per cent. 
larger and the shipments 22 per cent. less than last year. 
For some time receipts have been greater than shipments, as 
speculation at Chicago has tended to make prices higher in 
proportion there than further east. 

For the same week receipts and shipments at Buffalo 
were: 








Receipts ——_—Shipments——_, 

1. 1880. 881. 1880. 
By water ...... 1,878,600 3,110,000 1,186,220 1,986,700 
| eae 796,700 870,800 1,428,600 1,400,600 
Total.......2,675,300 3,980,800 2,714,820 3,387,300 


Thus lake receipts fell off 40 per cent. and rail receipts 
over 9 per cent. Canal shipments decreased 40 per cent., 
and there was very little change in rail shipments, the 
whole amount being much less than last year. 

For the same week ending Aug. 19, receipts at four East- 
ern ports were : 


New Phila- Balti- 
York. Boston. delpbia. more. Total. 
Se 2,352,232 447,241 655,091 1,350,621 4,805,185 
P. c. of total.. 49.0 3 13.6 28.1 100. 
res 366,541 902,672 901,800 1,495,929 5,666,942 
P. c. of total... 41.8 15.9 15.9 26.4 10 


The Baltimore receipts are unusually large for this year, 
indicating the marketing of new winter wheat. It had 
nearly half the wheat receipts of the four ports, and 300,000 
bushels more than New York. Four-fifths of the Baltimore 
receipts and two-thirds of Philadelphia receipts were wheat, 
but only one-third of the New York and one-tenth of the 
Boston receipts. 

Of the New York receipts no less than 1,936,719 bushels, 
or 82.4 per cent. of the whole, were by rail, against 1,167,- 
995 bushels, or 49 per cent. of the whole last year, the canal 
receipis having fallen from 1,195,654 bushels to 411,000, 


Coal Movement. 


Coal tonnages for the week ending Aug. 13 are reported 
as follows : 
1881. 1880. 
419,256 
8 


1,632 


Increase. P.c. 
209,462 { 


17,517 


pS eee 
Semi-bituminous.......... 
Bituminous, Penna 50,885 37,005 13,880 
Coke, Penna 48,366 38,200 10,166 


Shipments of coal over the Seattle & Walla Walla road 
and by sea from Seattle, Wash. Ter., in July, were 9,623 
tons, a decrease of 2,129 tons, or 18 per cent., as compared 
with July of last year. 

Shipments of coal from Rich Hill, Mo., in July, were 643 
car-loads by the Missouri Pacific and 916 car-loads by the 
Kansas City, Ft. Scott & Gulf, 1,559 car-loads in all. 

The official accountant’s statement of anthracite tonnages 
for July and the seven months, differing somewhat in form 
from the weekly statements, is as follows : 


July -——-Seven months-—— 
3 1881. 1880. 
639,579 


3,564,665 
492,034 2,990,437 
378,635 


2,210,045 
381,509 


2,330,357 
285,804 1,702,043 
206,517 


1,240,441 
140,290 


731,868 
47,732 37,306 


2,572,100 1,636,796 15,039,596 11,948,916 

Increase for the month, 935,304 tons, or 57.1 per cent. ; 
for the seven months, 3,090,680 tons, or 25.9 per cent. All 
the companies show gains both for the month and the year, 
tie Lehigh Valley, the New Jersey Central, the Delaware, 
Lackawanna & Western and the Pennsylvania Railroad 
showing the heaviest gains. 

The stock of anthracite coal on hand at tidewater shipping 
points July 31, 1881, was 674,716 tons, against 598,565 tons 


oS 


www > 
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1880. 
392,428 
329,716 


Phila. & Reading.... 
Lehigh Valley 
Central, of New Jer- 


3,024,659 
2,250,617 


Lacka- 
wanna & Western. 

Delaware & Hudson 
Canal Co.......... 

Pennsylvania R. R. 
Co 


1,743,024 
1,838,481 
1,425,259 
895,086 
549,544 


235,185 
164,323 
173,188 


75,852 


N. Y., Lake Erie & 


Western 269,740 222,248 








Grain Movement. 


For the week ending Aug. 13, receipts and shipments of | 
grain of all kinds at the eight reporting Northwestern mar- | 
kets, and receipts at the seven Atlantic ports have been, in | 
bushels, for the past eight years: | 


Northwestern ec ees =r shipments.——, Atlantic | 
® 


on June 30, an increase of 76,151 tons, or 12.7 per cent., 
during the month. 
Chicago and Milwaukee Receipts. 


Receipts at Chicago and Milwaukee, for the three weeks 
ending Aug. 20, have been for four years : 


v prams > Chicago: 1878. 1879. 1880. 1881, 
+ pS RS Ft | Grain, bu........11,834,820 9,183,105 11,370,561 11,380,672 
"31684009 2653444 712462 «2819 —-3'00:3'929 | Flour, bbis..... 96,800 135,682 175,521 ‘322,381 
3,920,488 3,704,548 1,614,256 42.8 2'913,160 | ee. .-- 213,970 180,811 287,909 295,816 
< 56 \« 2 5 Qr : 

147001 S328243 1,807 000 28 Sate eoy | Grain, bu........ 603,966 491,975 470,580 «628,702 
268,777 6,335,513 1,703,237 © 26.9 7,685,334 | Flour, bbls...... 62,404 66,042 140,187 196,931 
643,310 6,635,931 2.105.119 31-9 8,193,567 | Hogs, No........ 8,026 5,141 13,533 17,005 

6,695,745 5,848,709 2,079,820 35.6 5,797,821 | 





Thus, receipts of the Northwestern markets for the week 
this year were exceeded largely last year and in 1878 ; the 
shipments were exceeded in 1880 and 1879, and even the 
rail shipments were exceeded last year. The Atlantic re- 
ceipts are the smallest for four years. Compared with the 
previous week of this year, there is some increase in every 
particular except rail shipments. 

Besides the rail shipments, 139,254 bushels, or 2.4 per 
cent. of the whole, went down the Mississippi. 

Of the Northwestern receipts for the week this year Chi- 
c had 55.2 per cent., St. Louis 16.6, Toledo 11.8, Peoria 
8.7, Milwaukee 3.2, Detroit 2.7, Cleveland 1.7, and Duluth 
0.1 cent. For the third week in succession St. Louis has 

ved over 1,100,000 bushels, while for five weeks before 


If we reduce flour to wheat and take the two places to- 
| gether, we have the following as their grain and flour receipts 


| for the four years: 


1878. 1879. 1880. 1881. 
| Bushels 13,151,064 10,672,838 13,261,827 14,346,278 
| Thus we see the receipts this year were 1,080,000 bushels, 
| or 8 per cent., larger than last year even, when they were 
| larger than ever before. Though there was a decrease of 
| nearly 200,000 bushels in wheat receipts, this was much 
| more than made good by the increase of 916,000 equivalent 
| bushels of flour. Wheat and flour together, however, are 
comparatively a small part of the total receipts—28 per 
cent this year, 25 per cent in 1880, 29 in 1879, and only 
19}¢ in 1878. The bulk of the movement every year has 
been corn, nearly all received at Chicago, reaching this year 


0| charge, July 29, 1881); to Philadelphia, $1.10; to Pitts- 





nearly 9,000,000, or 4 two-thirds of the total in 
and flour receipts of both ports. This corn is marketed 
by the farmers as soon as their harvest work permits, and 
the amount depends to a certain extent on the prospects of 
the growing crop. 


Alabama Commission Rates. 


The Louisville & Nashville and the East Tennessee, Virginia 
& Georgia companies have notified the Alabema Railroad 
Commission of their willingness to adopt the rate of 3 cents 
per mile. Upon their representations, the Commission has 
postponed till Oct. 1 the time when the new passenger rates 
will take effect. The freight tariffs, as revised by the Com- 
mission, will be in force after Sept. 1. The railroads 
have generally accepted the pendtwer tariffs without oppo- 
sition. 


Passenger Competition. 


Mr. E. A. Ford, General Passenger Agent of the Pennsyl- 
vania Company, issuing instructions to his local agents with 
a new tariff that went into effect Aug. 20, makes the follow- 
ing remarks with regard to competition with other roads : 

** All lines in competition with us have agreed to strictly 
maintain these new rates, If you are located at a junction 
point or at a station where rates by our line should be uni- 
form with those of our competitors, compare notes with agent 
of opposition line, and if his rates do not agree with ours, or 
if he has not received instructions similar to these, notify 
me at once by letcer, by first train, fully explaining the situ- 
ation; but do not attempt to meet any cut which may be 
made or which may be alleged to be made, until you are 
authorized by me to do so—which authority will not be 
given until complaint can be investigated and the fact es- 
tablished. 

‘* Keep a watchful eye on the enemy, and report promptly 
any ‘crookedness’ which may come under your observation. 
Do not, however, provoke your neighbor by improper or ex- 
asperating allusions to the past, or by irritating insinuations 
as to himself or his line; but rather use all reasonable and 
peaceful means to promote harmony and induce your com- 
petitors to maintain rates with us, in order that their 
revenue, as well as ours, may be increased, and each line, by 
ered and honest representation, secure its proper share of the 

usiness. 


What the Railroad War Causes. 

A correspondent of the New York Times writes Aug. 11: 
‘“‘T am a convert to the doctrine that the rates of traftic on 
inter-state railroad lines, both as to passengers and freight 
ought to be regulated by national commissioners. Persona. 
inquiries show that a given package of first-class freight will 
be carried from Worcester, Mass., to the cities given below 
for the sums affixed, viz. : To New York city, $1.90 (actual 





burgh, 83 ceats : to Cincinnati, $1.13 ; to Chicago, $1.24 ; to 
St. Louis, $1.62 ; to York Springs, Adams County, Penn., a 
much larger pao, for $1.75, actualcharge. As you re- 
marked the other day, New York is systematically discrim- 
inated against.” 


Southwestern Railway Association. 


The Committee on Reorganization of this Association has 
held several meetings in Chicago this week. Several plans 
have been submitted and considered, but the Committee has 
reached no definite conclusion yet. 


Rebates on Emigrant Rates. 

A dispatch from Chicago, Aug. 22, says: ‘‘The general 
passenger agentsof the Western trunk lines met again to-day, 
representatives of all the roads cor present. It was de- 
cided to present an ultimatum to the New York Central, 
Baltimore & Ohio and the New York, Lake Erie & Western, 
to the effect that, if restitution of rebates and percentages 
due the western lines on emigrant and other business is not 
immediately made, all intercourse with the roads named will 
cease after Sept. 1, nor will tickets issued by those lines be 
honored after that date. The Pennsylvania and other roads 
have acceded to the demands, The amount asked for is 
about $75,000, and the negotiations for its payment have 
long been in progress.” 








THE SCRAP HEAP. 


Locomotive Building. 


The New York, New Haven & Hartford shops at Hart- 
ford, Conn., bave just turned out a new shifting engine with 
three pairs of 52-in. driving-wheels, no truck and separate 
tender. The engine has 16 by 22-in. cylinders and weighs 
30 tons. 

The Baldwin Locomotive Works in Philadelphia last week 
delivered three new passenger engines to the Atlanta & 
West Point road. 

The Pittsburgh, Cincinnati & St. Louis shops at Dennison, 
O., lately turned out a heavy passenger engine with 18 by 
—— cylinders and 5}<-ft. drivers. Eight more are to be 

uilt, 

The first locomotive built in Washington Territory was 
recently turned out by the North Pacific Iron Works, in 
Seattle. It is a small tank engine, with 6 by 10-in. cylin- 
ders, and is to be used on the logging road of Blackman 
Brothers, near Muckilteo, in Snohomish county. 

The Pittsburgh Locomotive Works are completing an 
order for 18 consolidation engines for the St. Louis & S..u 
Francisco road. 


Car Notes. 


The Central Vermont o— at St. Albans, Vt., are build- 
ing a new baggage car for the road ; also five narrow-gauge 
flat cars and five open excursion cars for the Brattleboro & 
White Hall road. 

The Gilbert Car Works in Buffalo, N. Y., have taken 
a contract to build 500 freight cars for the Buffalo, Pitts- 
burgh & Western, and the Buffalo, New York & Phila- 
delphia roads. The cars are to carry 20 tons each. 

be Ohio Falls Car Co., at Jeffersonville, Ind., is building 
10 new passenger cars and 100 sets of freight car trucks for 
the Louisville & Nashville road. 

A new car-wheel foundry is to be established in Knoxville, 
Tenn. The company has been organized and Mr. A. L. 
Maxwell appointed Manager. Land has been bought and 
work will soon be begun on the necessary buildings. 

The shops at Dayton, Or., are building 35 box cars for the 
Western Oregon road. 


Bridge Notes. 


The Missouri Valley Bridge Co., of Leavenworth, Kan., 
has just_ completed an iron bridge of 175-ft. span over the 
Moreau River in Missouri on the new Jefferson City, Le- 
banon & Southwestern road. 

The Iron City Bridge Works, at Pittsburgh, ~.., are full 
of work and running overtime on orders. 

H. 8. Hopkins &{Co., of St. Louis, have®the contract for a 
number of Howe-truss and trestle bridges on the new Toledo, 
Cincinnati & St. Louis road. 


lron and Manufacturing Notes. 


The Alice Furnace Co. has decided to build another blast 
furnace in Birmingham, Ala. It is to be of large size. 
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The por Coal, Coke & Iron Co., with a capital 
stock of $2, 000, was organized at Decatur, Ala., on the 
12th inst. ‘J. C. Neely, of Memphis, Tenn., was elected 


President, and Thomas H. Milburn, of the same city, was | in 


made Secretary and Treasurer. The company has purchased 
50,000 acres of coal and iron land near Birmingham, and 
contemplates erecting several large furnaces in a short time. 
—Chattanooga (Tenn.) Tradesman. 

A lot of 10,000 tons of Bessemer steel rails is now on the 
way from England to San Diego, Cal., for the California 
Southern Branch of the Atlantic & Pacific road. The first 
of the shipment arrived last week and six other vessels are 
still out with the remainder. 

The Lagonia Iron Co., at Portland, Me., has stopped work 
and has asked its creditors for an extension. It is be- 
lieved that the assets exceed the liabilities. A consultation 
with the creditors will be held and the company will then 
decide whether to close up its business and sell the property, ’ 
or to convert the mill into a steel rail mill. 


The Rail Market. 


Steel rails are still very active, and it is almost impossible 
to place orders for this year. Quotations vary somewhat ; 
one order for 10,000 tons is said to have been placed at $55, 
but prices generally given are $56 to $58 per ton at mill for 
next spring, and $60 to $62.50 for present delivery. Sales 
of ~~ rails are reported at $61.50 to $65, delivered at 
New Orleans and Galveston. 

The rails are also active and firmer, and are held at $47 to 
$47.50 per ton at mill for heavy sections, up to $52.50 and 
#53 for light rails. 

Old iron rails are firmer but unsettled. Phiiadelphia 
prices are $27.50 to $29.50 per ton. 


A Drawing School for Employes. 


An example of generocity on the part of a firm is now being 
furnished at the extensive works of the Keystone Bridge 
Co., Fifty-first street, this city. The Bridge Company has 
—— a drawing school, to which free access is given to 
all their employés. A competent instructor, Mr. Alexander 
Leshorn, has been engaged, and on two evenings in the week 
rooms are thrown open for the instruction in mechanical 
drawing for all that choose to come. The company furnishes 
gratis all drawing materials, books, etc., needed by the 
students.—Pittsburgh American Manufacturer, 


Economical Head-Linings. 


By the process of rolling on the ornamentation of coaches, 
recently adopted by Mr. Long, the work of the stripers is 
greatly reduced and about half the labor saved. Jack has 
been experimenting upon this system for some time, having 
at length secured the most satisfactory results, and by this 
process Mr. Leins is now able to turn out for about $75 the 
most elegant head-linings that have heretofore cost $250.— 
Aurora (Ill.) Beacon. 


An Improvement on Locomotive Pumps. 


S. L. French and John Anderson have invented and 
patented a device for regulating the action of a locomotive 
pump by regulating the stroke by means of a movable ful- 
crum-block arranged on a dove-tailed bar. The block can 
be adjusted by means of a lever in the cab. This arrange- 
ment is now on trial on a locomotive on the Ligonier Valley 
road in Pennsylvania. 


A Natural Pile Bridge. 


In the upper part of Sonoma County, Cal., a railroad track 
crosses a deep ravine upon the upright trunks of tall trees, 
which have been sawed off upon a horizontal line. In the 
centre of the ravine a firm support is furnished by two huge 
pe ti trees which have been lopped off 75 ft. above the 
ground. 


Difficulties of Railroads in Mexico. 


A correspondent of the New York Tribune, writing of dis- 
honesty in Mexico, says: 

‘*In regard to stealing, this I know, that nothing along 
the line of the great ‘ Mexican’ Railroad from Vera Cruz to 
the City of Mexico is left outside after dark; nothing that 
the strength of two men can lift. Even the car couplings 
are taken inside the station and locked up. This road once 
introduced air-brakes on their cars, but the workmen punched 
holes in the pipes and stole the tubing, so they were taken 
off. On the ‘ National’ road, and doubtless on all others, 
also, they stole the bolts that fastened the rails to the ties 
until they were finally riveted on. One of a gang of work- 
men undertook to steal the cap off a cartridge of dynamite, 
and me result was that he and several others went to their 
reward. 


A New Air-Brake. 


A new air-brake has been invented by C. L. Lorraine, of 
Mantorville, Minn., which is thus described: The brake- 
beams and their attachment to the truck are the same as 
now in use on all passenger cars. The brake-lever is at- 
tached at the upper end to the truck frame, at the lower end 
to the rod connecting the brake-beams at each end of the 
truck, and also to a block, which is 30 by 414 in. and 2 or 8 
in. thick, arranged with its face parallel to and facing, a 
plane face of equal siza on the back of the brake-beam, its 
weight resting on stirrups attached to the brake-beam and 
its face resting against the buffing irons. In the space thus 
left between the block and the brake-beam is suspended a 
flexible air chamber made by pluggin the ends of a two-foot 
section of 3'¢ in. hose with blocks 1 by 1!¢ by 5 in. in size. 
The chamber thus formed is connected with the pipe that 
conveys the compressed air from the engine through the 
train by a suitable pipe. When the compressed air is ad- 
mitted into this chamber it expands, forcing the block and 
brake-beam apart and this motion brings all the brake-shoes 
against the wheels and sets the brake, while the springs that 
hold the brake-beams back from the wheels cause the fiex- 
ible chamber to collapse when the compressed air is liber- 
ated. The inventor claims that this is a very simple and 
cheap arrangement. 


Experience with Creosoted Timber. 


Capt. J. W. Craig, the Road-Master of the Charleston & 
Savannah Railway, who wassent out by +“ 
Gadsden to make a survey of the Mobile & New Orleans 
Railroad, and ascertain by personal inspection the value of 
using creosoted timber in the construction of railroads, 
wharves, etc., as a protection against the terrible teredo, has 
returned to the city and made his report. He found that the 
oo process isa perfect protection against the rav- 
ages of the teredo, and at West Pascagoula saw piles that 
were put in six years ago in perfect preservation. He also 
found that the life of timber subjected to this process, but 
not exposed to the worm, was increased, and at West Pasca- 
goula saw two-inch plavk used in building abutments per- 
fectly preserved. hether exposed to the weather or bur- 
ied under ground, it was alike well preserved and sound in 
every particular. Onthe Mobile & New Orleans road it is 
used in building frames, in planking ey in the con- 
struction of trestles and bri , with the same favorable 
result, and from one end of the road to the other 
he could not find an inch of decaying or rotten 
timber. He also found that the softer woods are 
better suited to the process, as they absorb the oil more 


ert. 


eagitiy: The woods used are the loblolly pine, gum, oak, 
ash, maple and beech. The soft yellow pine, which so largely 
abounds in this state, is ially well suited to the creosot- 

i process, as the sap vesselsin it are large. In treating 
the timber it is placed in large iron holders and completel 
relieved, by eva tion, of all the moisture it containg. 
After this his m done coal tar oil is forced into the sa 
vessels of the timber by a pressure of from 120 to 130 pounds 
to the square inch, the pressure being completed and the 
timber ready for use in about 36 hours after it is placed in 
the iron tanks or holders. Captain Craig’s investigation was 
made with a view to using the creosoted timber in a number 
of places along the line of the Charleston & Savannah road, 
where the ravages of the worm baffle the skill of the archi- 
tects and greatly increase the cost of maintaining the line. 
So well convinced is Major Gadsden of the creosoting pro- 
cess that heis now negotiating for the purchase of a lot of 
piles for use on his road. ‘The piles are worth from $10 to 
$12 each, delivered in the cars at the place of manufacture, 
but even at such figures it would be economy to buy them. 
—Savannah (Ga.) News. 


Cut Rates. 


It is with a heavy heart and gloomy forebodings that the 
country looks at the disheartening spectacle of a railroad 
war, and weeps over the pitiless slaughter of passenger rates. 
When will these inhuman spectacles cease, that man ma 
pay full rates once more without being haunted by the terri- 

le fear that he may be offered a ticket from New York to 
Chicago for $1.87? May the immortal gods save the un- 
happy republic.— Burlington Hawkeye. 

Speaking of a locomotive mood the Ashland, Ky., Jn- 
dependent observes that ‘‘Ned Wheeler handles an engine 
with as much ease and pleasure asa mother spanks her 
= The simile is doubtless suggested by the tender be- 

ind. 

When a traveler asks for a rate now, the ticket agent 
asks : ‘‘ How much money have you got?’ or, ‘‘ What do 
you consider fair ?’—Rochester Union. 

A Georgia railroad conductor ejected a passenger for per- 
sisting in riding with his coat off, on the und that it was 
not polite to the women inthe car. The legality of the act 
is to be tested in court. 


An Engineer's Race for Life. 


At Pantano Wednesday afternoon the brakes of a flat car 
loaded with ties became loosened in some inexplicable man- 
ner, and the car began to move down the steep grade to- 
ward Cienega. A bystander jumped aboard and endeavored 
to tighten the brakes. He, however, found them unmanage- 
able. Another tried and failed. A regular brakeman then 
boarded the car and quickly discovered that the brakes 
were out of order. Thecar by that time had increased its 
speed to fully twenty miles an hour, and to re- 
main upon it would be almost sure death when the &rst 
washout was reached. He therefore called to the other two 
men onthe car to jump and this they did. Engineer Frank 
Shaw at this time was sitting on his engine at Pantano and 
attached to his locomotive was a car filled with Chinamen. 
He at once realized the terrible result if this runaway flat 
car was allowed to proceed unchecked on its way, fora 
score or more of laborers were engaged far down a deep 
gulch in the Ciene Pass strengthening the braces of a 
broken bridge that spanned it. They would not 
be able to hear the approaching car and it would 
soon crash through the weakened timbers and prob- 
ably crush many beneath its weight. As these thoughts 
flashed through his mind he pulled wide open the throttle- 
valve and started in pursuit of the fast-receding car. It was 
a race for life, and enn was soon thundering down the 
track at sixty miles an hour, with the car-load of terrified 
Chinamen behind him. The flat car ahead was increasing 
in speed at every turn of the wheels and the grade there is 
very steep. The locomotive, however, kept ining, and 
finally Shaw, placing the lever in charge of his fireman, 
crawled to the cow-catcher, aud taking the heavy coupling 
rod in his hand, stood in that perilous position until the car 
was reached. The chasm where the men were working 
came in sight, and still the fugitive car was 200 yards away. 
He called to his fireman to open wider the valve, and the 
laboring engine made a lurch that showed she had felt the 
increased volume of steam. They sped on with lightnin, 
rapidity. The space between them gradually lessened. 
Shaw stood with the rod in one hand and the coupling-pin in 
the other. Finally the few feet disappeared, and with a dex- 
terity that comes from practice and a cool brain the coupling 
was made. The locomotive was reversed, and the train 
came to a standstill within 50 feet of the bridge. This is the 
way one man saved many lives.—Tucson (Ar.) Journal. 


Cheap Railroad Rates in Europe. 


It is a rather significant circumstance that the influence 
which is being exercised by the American ae upon 
railway tariffs and trattic in the United States is likely to be 
paralleled by the effects of a similar competition on the Eu- 
ropean continent. The advance of the charges for 
through traffic from the eastern to the western 
parts of Europe over the German lines’ which 
followed the adoption of Prince Bismarck’s protectionist 
policy has considerably stimulated traffic upon the Elbe. It 
was not long ago announced that a new company bad been 
formed under Austrian auspices for navigating the Elbe and 
the North Sea — a line of steamers, and _ this 
company may expected to commence operations 
at no distant date. Meanwhile the traffic by this 
route has already expanded considerably, and 
has been enccuraged by special arrangements 
between the vessels on the river and the Austro-Hun- 
garian lines concerned. Latterly important quantities 
of corn and flour for Great Britain have been sent by way 
of the Elbe, and the increasing tendency of traffic between 
Austria-Hungary and Great Britain to take this route is re- 
viving the competition of Hamburg and Flume. Cheap rates 
by the line to Gustavsburg on the Rhine again are yoemwen J 
traffic also to that river. Finally,as we have already indicated, 
Fiume and Trieste are —< aed —— efforts to 
secure business with the north of Franceand Great Britain by 
the sea route from the Adriatic. The effort of the German 
Government to encourage the home and foreign trade 
in German productions by removing the _ facili- 
ties previously allowed to the transit trade has, 
therefore, only had the effect of calling into existence for- 
midable rivalry to the railways, and, while damaging the 
German transit trade, has failed to secure any advantages 
for German home productions. These facts illustrate the 
futility of all attempts to control natural economic con- 
ditions, and may also be ed as additional symptoms 
that the question of waterways versus railways is coming 
more and more to the front.—Pall Mall Gazette, July 30, 








OLD AND NEW ROADS. 


Arkansas Midland.—It is said that arrangements have 
been completed to extend this road from Clarendon, Ark., 
westward to Little Rock, about 60 miles. The greater part 
of the line was graded several years ago. The proposed ex- 
tension would be generally to and not very tar from 











the Memphis & Little Rock road. The road is now in opera- 


ber from Clarendon east to the Mississippi at Helena, 48 
miles. 


Baltimore & Delta.—The work of track-laying on this 
road was begun at Boundary avenye, Baltimore, Aug. 23,'a 
number of persons being presént to see the first rail laid. 
The company hopes to have the road in operation to Tow- 
sontown by November and to Belair by the close of the year. 


Boston & Albany.—It is now said that the new pas- 
senger station in Boston will hardly be ready for use before 
the end of September. 

The Boston Traveller of Aug. 23 says: ‘* Negotiations 
are still pending between the Boston & Albany and the New 
York & New — oy companies, relative to the turnin 

over to the control of the former (by lease or purchase) o 

that portion of the latter’s Woonsocket Division between 
Brookline andNewton Highlands. As yet, however, nothing 
has been accomplished, owing to the apparent unwillingness 
of the New York & New England Company to build a line 
from the Highlands to its Mt. Bowdoin station, thus connect- 
ing its Woonsocket Division with the main line. It is probable, 
however, that ——s of a definite character will soon 
be arrived at, and the long contemplated change effected. 
Iv is said to be the design of the Boston & Albany people, if 
it can secure the desired line, to lay third and fourth tracks 
on their main line to the point near Riverside, where the 


Y | new branch from the main line to Newton Highlands would 


commence, then commence a new double-track road to the 
Highlands, and double-track the line from the Highlands via 
Brookline to the main line. There would then be a double- 
track road for the suburban traffic and the passenger traffic 
of the main line, with separate tracks on the main line for 
the freight service, with trains starting from the new station 
at the same time, and making the round trip via Brighton, 
Newton, Newton Highlands and Brookline, and the other 
via Brookline, the Highlands, Newton and Brighton.” 


Boston, Barre & Gardner.—The stockholders have 
voted to issue $100,000 new bonds, to run 14 years, for the 
purpose of providing for the payment of the floating debt. 


Brazilian Railroads.—Railroad putes in Brazil 
seems to be active at the present time. The following notes 
are taken from the Rio de Janeiro News of July 24: 
The telegraph line from Baturité to Canéa was opened on 
the 6th inst. 
The track-laying on the Limoeiro Railway of Pernambuco 
has been completed. 
The Amazonas, of Mandos, announces that Colonel Lebre 
is about to begin surveys for a road from Labria to the Rio 
Beni, in Bolivia. 
It is announced that the section of the Parand Railwa 
between Paranagud and Morretes will be opened to traffic 
on Sept. 7 next. 
The third call on the shareholders of the Paulista Railway 
Company began on the 20th and ends on the 40th inst. The 
call is for 25 per cent., and is for the construction of the 
Belem do Descalvado Branch. 
The construction works on the Sorocabane Railway ex- 
tension, from Bacaetava to Boituva, are being — prose- 
cuted. Of the total extension of 17 kilometers, the road bed 
of 11 kilometers is finished, and the rails on 2 kilometers 
have been laid. A bridge over the Rio Tieté, of 40 meters 
span, is still lacking, and will not be completed for some 
four or five months. It is expected that the line will be con- 
tinued to Tieté as soon as the section is completed. 
A contract was made on the 22d ult. between the 
President of Bahia and Lieut.-Col. Gentil José de Castro, for 
the construction of a railway running from Cachoeirinha de 
Belmonte, Bahia, to a place called Italiano, in the northern 
eer of Minas Geraes. The road is known as the Jequitin- 
onha Railway. The provincial assembly authorizes a sub- 

vention of $9,000 per kilometer, and an untransferable 
rivilege for 50 years. The road will connect with the 
‘achoeira das Panellas Line. 


Bright Hope Mining Co.—This company is having 
surveys made tor a railroad from Ashby, Ala, on the Selma 
Division of the East Tennessee, Virginia & Georgia road, 
west by north to the Warrior River, a distance of about 35 
miles. The line passes through a large tract of coal lands 
owned by the company. 


Buffalo, Rochester & Pittsburgh.—This company 
has filed articles of incorporation to build a railroad from 
Machias, N. Y., northeast to Buffalo, about 40 miles. It is 
apparently meant to be a branch of the Rochester & Pitts- 
burgh road. 


Canadian Pacific.—The line of this road from Wiunt- 
peg, Manitoba, to Portage la Prairie is now all under con- 
tract. 

The company has decided to build extensive shops at 
Hochelaga, near Montreal, and to build all the equipment 
for the road there. 

The om has arranged with a syndicate of Montreal 
and New York bankers to take $10,000,000 of the 5 per 
cent. Jand grant bonds at 924g. They will be placed on the 
market about October. 


Central, of New Jersey.—A contract has been con- 
cluded between this company, the Philadelphia & Reading 
and the Alliance Coal Company, by which the coal from 
that company’s mines near Pottsville, Pa., is to be carried 
to market over the Central, the Reading agreeing to take it 
from Pottsville to Tamaqua for delivery to the Ceutral for 
its pro rata share of the through rate. This agreemeut, it 
is understood, puts an end to the pro branch of the 
New York, Susquehanna & Western to Pottsville, the ies 
concerned in the building of that branch being also the 
owners of the Alliance Coal Company. The ye 
branch seems to have been only a threat to bring the - 
ing to terms. 


Chicago & Alton.—A dispatch from Springfield, IIL, 
Aug. 23, says: ‘‘Suit has been brought in the County 
Court in the name of the people of Illinois against the 
Chicago & Alton Railroad Company, the hing oy Ferry 
Company and the St. Louis Bridge Company for an in- 
junction restraining the operation of the pooling arrange- 
ment existing between those companies, on the ground that 
such combination, preventing competition in the transpor- 
tation of freight across the Mississippi River at St. Louis, 
injures the public. The suit is brought on informatidn of 
prominent citizens and shippers of ison and St. Clair 
counties.” 


Chicago, Burlington & Quincy.—This commeny has 
let contracts for grading a new branch from Sheridan, IIL, 
on the Fox River Branch, to Paw Paw, on the Rock Falls 
Branch, a distance of 16 miles. The new branch crosses 
main line at Earl. The object of building this branch is to 
connect the Fox River with the Rock Falls Branch to get 
coal from the Streator coal-fields. The new road is to be 
completed in 90 days. 


Chicago, Milwaukee & St. Paul.—The extension of 
the Monroe Branch is now completed from Monroe, Wis., 
west 22 miles to Gratiot, the crossing of the Mineral Point 
Division. Grading is well advan on the 12 miles from 
Gratiot to Shullsburg. The people along the line have 





asked the company to extend the branch from Shullsburg te 
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Galena, Ill., and also from Shullsburg by Hazel Green to 
Dunleith. ” ' iad 


Suryeys are being made for a branch line from Lone 
Rock, Wis., southward along Otter Creek to Mineral Point, 
about 23 miles. It is said that this branch will be built this 
year, and that next season the branch from Loue Rock to 
Richland Centre will be extended northwest about thirty 
miles, to Viroqua. 

The contractors on the Council Bluffs extension say that 
they have now 4,000 men and 2,500 teams at work on the 
260 miles from Marion, Ia., to Council Bluffs. Track- 
laying has been begun at Marion. 

rack is now laid on the James River Branch from 
Aberdeen, Dak., southward to Melette, 21 miles, and grad- 
ing is completed to Ashton, 11 miles further. 


_Chicago & Northwestern.—Tbis company’s new 
line from Madison, ‘Vis., west to Montfort, 56 miles, is now 
a re and regular trains were to begin running this 
week. This new line is part of the Milwaukee & Madison 
Division, and is a direct connection from Madison to the 
line from Galena to Lancaster and Woodman, which the 
company bought last year. 


Cincinnati, Indianapolis, St. Louis & Chicago.— 
Mr. N. W. Boyington, of Chicago, has completed plans for 
a new depot to be built by this company on Third street and 
Central avenue in Cincinnati. The plans have been accepted 
and work will be begun as soon as the necessary action cau 
be secured from the City Council to vacate part of a street. 
The plans are thus described by the Chicago Tribune : 

“‘The ground ‘n its entirety will cover a block of ground 
measuring 234 by 490 ft., will cover 10 tracks, and afford 
passenger accommodations for four or five railroads. On 
the corner of Third street and Central avenue, the most 
striking portion of the depot. is to be erected a five- 
stor structure, 80 by 90 ft., surmounted by a 
clock-tower 24 ft. square and 200 ft. high to the 
bottom of the flag-staff. Near its apex will be fitted up 
a handsome platform surrounding the four sides, which 
in fine weather can be used as an observatory. The first 
floor of this main building will contain ladies’ retiring rooms 
anda grand dining-room, beautifully frescoed. The base- 
ment will be devoted to repair-rooms, barber shop, and 
other minor offices. The second and other upper stories will 
be used by the train dispatchers, telegraph operators, and 
other officers of the company. Fronting on Third street, 
but receding 30 ft. from the curbstone, will be the passenger 
building, 200 by 34 ft., with a covered drive-way in front 
for carriages. The first floor and basement of this 
building will be used as the general waiting-rooms 
for passengers. The second aud third stories will 
be utilized as offices. Immediately to the rear of the 
passenger room, and fronting on Third street, is the baggage- 
room, 175 by 30 ft. The first floor will be devoted to the re- 
ception of out-baggage. . The second story will be used as 
offices by the baggage-master and his clerks, and in the third 
story will be placed all unclaimed baggage. On the Central 
avenue front, immediately south of the main structure, is 
the grand entrance to the depot. Passing through this the 
visitor sees a carriage and omnibus stand 75 by | 00 ft., cov- 
ered with an iron roof. 
platforms and 10 tracks, covered with an iron truss roof for 
a distance of nearly 600 ft. To the south of the carriage- 
— is the in-baggage room, three stories high and 100 by 

‘In general appearance the Cincinnati depot resembles 
that recently erected by the Northwestern Railroad at the 
Wells street bridge (Chicago). The style of architecture is a 
ha py combination of the Queen Anne and Eastlake. The 
walls will be built of red pressed brick, with trimming of 
cut stone and y granite and terra-cotta ornaments. The 
roofs, except that over the tracks, will be of the mansard 
pattern, made as near fire-proof as possible. The interior 
will be finished in hardwood, and the floors of the waiting- 
rooms and hallways will be laid in tiles. The estimated cost 
of the building is $450,000.” 


Cincinnati Southern.—A dispatch from Cincinnati, 
Aug. 24, says: “‘ The topic of absorbing interest in Cincin- 
nati to-night has reference to the prospective outcome of the 
bidding for the lease of the Cincinnati Southern Railway 
from Cincinnati to Chattanooga. At noon to-morrow thie 
bids will be opened pubiicly. The trustees have 
invited propositions for a lease of the road for 25 
years, the fixed rental to be for five equal periods of 
five years eaeh. Itis presumed that the rental will increase 
for each successive period after the first one. There are sev- 
gape railroad men in the city, among whom are 
E. W. Cole, supposed to be in the interest of connections east 
and south of Chattanooga; E. P. Alexander, President of 
the Louisville, Cincinnati & Lexington Railway, and also 
Vice-President of the Louisville & Nashville road, and sup- 

to. be in the interest of that combination. 

ndeed, he has signified his intention to bid.  E. 

Thomas, of Columbus, is here also, in what interest is not 
known. The Erlanger or Alabama Great Southern interest 
has no visible representative. The railroad men who are 
here refuse to foreshadow their purpose asa rule. King 
Cole will not say anything. Alexander has intimated that 
he wants the rosd. The Common Carrier Company, who 
are the present operators of the road, are most reticent as to 
their purposes. The present prospect is that toe competition 
will be sharp.” 

Columbus, Hocking Valley & Toledo.—The agree- 
ments for the consolidation of the Columbus & Hocking 
Valley, the Columbus & Toledo and the Ohio & West’ Vir- 
= companies under this name, were ratified by the stock- 

olders of the three companies at meetings held in Columbus, 
O., Aug. 20. The capital stock of the consolidated company 
will be $20,000,600 ; it owns a main line from Toledo, O., 
by Columbus to Athens, 200 miles, with a branch from 
Logan to Pomeroy, 83 miles, and 37 miles of coal branches, 
making 320 miles in all. 

A suit bas been begun in the Court of Common Pleas at 
Columbus, O., against this company, the Ohio &. West Vir- 
ginia and other parties. ‘The complainants are J. C. Harper 
and J. Ballard, who were stockholders in the old Colunibus 
& Gallipolis Company, whose then unfinished road passed 
to the Ohio & West Virginia by judicial sale, and lately to 
this company by corsolidation. The bill charges that by 
sale they were unjustly deprived of their interest in the 
road. and they now desire to recover said interest or dam- 
ages for the loss. 


Denver, Longmont & Northwestern.—This com- 
pear is reported to have made a contract with the Denver, 
Utah & Pacific for the joint construction and use of the road 
for 15 miles out of Denver. 

Rails are reported iaid on this road from Longmont, Col., 
southward to Canfield, 10 miles. The whole distance from 
Longmont to Denver is 82 miles, 

Denver & New Orleans.—This company stole a march 
upon the Denver city authorities and rival company by lay- 
ing its track through Wiwatta street in Denver on Sunday, 
a | 14, Alarge force had been collected and was put at 
work soon after midnight and the track was laid in a few 
hours. The rest of the right of way into Denver had pre- 
viously been secured. 


Des Moines Northwestern.—The extension of this 


Immediately behind this are the ; 





road from Panora, Ia., northwest is now making some prog- 
ress. The grading is finished for 15 miles and track has 
been laid for seven miles from Panora. 


Detroit, Hillsdale & Southwestern.—lIt is reported 
that the stockholders have sold this road to parties represent- 
ing the Lake Shore & Michigan Southern Company. The 
road is chiefly owned in Boston; it extends from Ypsilanti, 
Mich., southward to Banker’s, 65 miles. It came to the pres- 
ent company through foreclosure, and has no bonded debt. 
Its earnings have always been very light. 


Duck River.—Track-laying has been begun on th 
extension from Fayetteville, Tenn., to Petersburg, 18 miles. 
The grading is all completed. 


Elizabeth, Lexington & Big Sandy.—On this road 
(which is the Chesapeake & Ohio’s Louisville connection), 
track is now laia from Mt. Sterling, Ky., to which poiut 
the road has been in operation several years, eastward to 
the Licking River, in Rowan County, a distance of 19 miles. 
Work is progressing actively at several points on the line. 


Flint & Pere Marquette.—Surveys have been com- 
pleted for the extension of the Flint River Branch from 
Otter Lake, Mich., east by north to Watertown, about six 
miles. Nearly all the rightof way has been secured, and 
work wil! soon be begun. It is said that Thomas Foster, of 
Flint, Mich., is to have the contract for grading. 


Ft. Wayne & Columbus.—This company has filed arti- 
cles of incorporation to build a railroad from Ft. Wayne, 
Ind., southeast to Columbus, O., about 150 miles. 


Galveston, Harrisburg & San Antonio.—The shops 
of this road at Harrisburg, ‘l'ex., were destroyed by fire on 
the night of Aug. 24. All the buildings were destroyed and 
the tools and machinery rendered useless. Three engines 
and a passenger car were also destroyed. The loss is esti- 
mated at $200,000, and is partly covered by insurance. 


Illinois Midland.—In Springfield, Tl, Aug. 16, the 
United States Circuit Court made an order approving the 
acts of L. Genis, Receiver of the road, in the issue of re- 
ceiver’s certificates under authority of the Court. The Re- 
ceiver sold certificates to the amount of $121,312.98 to S. 
A. Fletcher & Co., at 95 cents on the dollar, and $25,725 to 
the Indianapolis Rolling Mill Company at 96 cents. 


Iron Mountain & Helena.—This road has been com- 
pleted to Forrest City, Ark., the crossing of the Memphis & 
Little Rock road, and was formally opened to that place by 
an excursion on Aug. 19. Forrest City is 18 miles north of 
last year’s terminus at Marianna, 36 miles from the junc- 
tion with the Arkansas Midland and 46 miles from the Mis- 
sissippi at Helena. 


Jefferson City, Lebanon & Southwestern.—Grading 
on this road isnow completed to Russellville, Mo., 19 miles 
from Jefferson City, and is oor?" actively beyond that 
point and towards Lebanon. Track has been laid for 12 
miles southwest from Jefferson City, and is progressing 
steadily. 


Lake Shore & Michigan Southern.—It is reported 
that this company has bought the Detroit, Hillsdale & South- 
western road, from Ypsilanti, Mich., to Banker’s, 65 miles; 
also, that it is negotiating for the purchase of the Ft. Wayne 
& Jackson road, from Jackson, Mich., to Ft. Wayne, Ind., 
100 miles. The Hillsdale road is most naturally a connec- 
tion of the Michigan Central, and will be very awkward to 
work in connection with the Lake Shore, except from Hills- 
dale southwest. 


Lincoln & Fremont.—The organization of this com- 
pany has been completed and surveys are being made for 
the road, which is to run from Lincoln, Neb., north by east 
to Fremont, about 50 miles. The towns on the line will be 
asked to vote aid to the road. 


Long Island.—This company has been running trains 
over the old North Side road, afterwards part of the Flush- 
ing, North Shore & Central, under agreement, a receiver 
having charge of the road under suits for foreclosure of its 
separate mortgage. The Long Island Company has now 
decided to withdraw its trains, on the ground that the road 
is in such bad condition as to be unsafe, and the Receiver 
will not or cannot do anything towards putting it in good 
order. The road extends from Flushing, N. Y., to Great 
Neck, about seven miles. 


Louisiana Western.—A circular announces that from 
Aug. 15 this road will be operated by the Texas & New 
Orleans Company. It is anextension of that road from 
Orange, Tex., east 112 miles to Vermillionville, La., where 
it connects with Morgan’s Louisiana & Texasroad. Although 
the two roads will be worked together under one manage- 
ment, their accounts will be kept separately and separate re- 
ports for mileage and ticket accounts must be made as here- 
tofore. 

Louisville, Cloverport & Western.—This company 
has been organized to build a railroad trom Louisville, Ky., 
down the south side of the Ohio to Cloverport and thence to 
Owensboro, a distance of about 95 miles. 


Memphis, Paducah & Northern.—The following 
formal annoucement is made by W. H. Smithers, Receiver, 
dated Paducah, Ky., Aug. 9: 

‘The undersigned h-reby give notice that, as directed by 
the decrees of the United States Circuit Courts, for the dis- 
tricts of Kentucky and West Tennessee, in a cause entitled 
Abram Carl Wertheim ef al., against the Memphis, 
Paducah & Northern Railroad Company et a/., he has this 
day delivered the Memphis, Paducah & Northern Railroad, 
and its property, to the purchasers at the saie made in New 
York on the 30th day of July, 1881; and that said pur 
chasers have in turn delivered the said railroad and prop- 
erty to the Chesapeake, Ohio & Southwestern Railroad Com- 
pany, which will hereafter operate and manage the same.” 


Nashville & Florence.—The extension of this road is 
now graded from the present terminus at Mt. Pleasant, 
Tenn., west to the Lawrence County line, about 10 miles, 
and track-laying has been begun. 


Nashville & Tuscaloosa.—Track-laying has _ been 
begun on an extension of four miles, from Graham, Tenn., 
southward to Mill Creek. Grading is in progress on a sec- 
tion of eight miles from Mill Creek to Centreville. 


New Brighton & New Castle.—Sealed proposals for 
grading about 15 miles of this road, from New Brighton, Pa., 
to New Castile, will be received at the office of F. Slataper, 
Chief Engineer, Tenth street and Penn avenue, Pittsburgh, 
until Sept. 6. Full information and forms of proposalmay 
be obtained at the office in Pittsburgh. 


New York Central & Hudson River.—Work is to be 
begun soon on the new elevated tracks through the city of 
Rochester, N. Y. The contract for the masonry has been 
awarded to George H. Thompson & Co., and the contracts 
for the earth-work, bridges, depot and other work will be 
let as soon as the plans and specifications can he completed. 


New York, Lackawanna & Western.—The track ou 
this road is reported laid to Elmira, N. Y., 36 miles west- 


‘and Boston over the two roads. 





ward from the late terminus at Sires, and 58 miles from 
the starting point at Binghamton. It is not stated when 
regular trains will be put on. 

Work on the western end is progressing at several pointe, 
but ‘some of the grading between Mt. Morris and Buffalo is 
not let yet, and it does not seem probable that the road will 
be completed this year. 


New York, New Haven & Hartford.—Boston papers 
state that at a meeting of the Boston & Albany board, held 
Aug. 23, a proposition was submitted for a lease of the New 
York, New Haven & Hartford roadto that company at a 
rental equivalent to yearly dividends of 9 per cent. on the 
stock. After a long discussion the board voted that it was 
not expedien| to lease the road at thatrate, though, it is re- 
ported, nothing was said, and no action taken, against a 
lease at a lower rental. The stockholders of the New Haven 
Company have been getting 10 per cent. for some years, and 
might consider even 9 per cent. too great a concession, 

The proposition for the lease as submitted is said to have 
been arranged ata conference between President Bliss of 
the Boston & Albany road and several officers and °stock- 
holders of the New Haven Company, including Mr. Wm. H. 
Vanderbilt, who is the largest stockholder he relations 
between the two companies have not been very pleasant for 
several years past, and there has been at times some triction 
in the management of the through line between. New York 
A lease has beeu. talked 
about for some time as a settlement of the troubles, but it 
seems probable that a good-deal more negotiation will be 
needed before one can be concluded. 


New York, Pennsylvania & Ohio. — A -statement 
published in London gives the actual earnings for June as 
follows : 

RE SE Seen SEN ee nme nny Pee c $447,279 
Expenses, rentals and all charges 377,220 
Net balance... 

As compared with June, 1880, there was an increase of 
$78,843, or 21.4 per cent., in gross earnings, and of $31,934, 
or 83.8 per cent., in the net balance. The six months end- 
ing June 30 show a net balance of $368,402, being a de- 
crease of $53.223, or 12.1 per cent., from the corresponding 
period last year. 


New York Underground.—A report is current that 
Mr. Wm. H. Vanderbilt has taken a controlling interest in 
this company, and that he intends to build an underground 
or nana road with four tracks from the Grand Central 
depot to the Battery. 


New York, West Shore & Buffalo.—The mortgage 
of this road to secure $50,000,000 in bonds to be issued here- 
after has been duly executed by the company and filed for 
record at Albany. 

A large force is now at work on the road along the Hud- 
son River through the Highlands, and the road already 
begins to make quite a show to passers by on the river. At 
several points the steepness of the rocky bluffs makes the 
work a difficult one, and at two or three places men had to 
be let down by ropes until they could blast out a foothold. 
North of the West Point tunnel track has been laid for 
about 214 miles and two construction trains are at work. 


Oregon Railway & Navigation.—On the exten” 
sion of this company’s line from Walla Walla, Wash. Ter.» 
northwest to Grange City on Snake River, track is now 
laid for 36 miles from Walla Walla. The track-layers at 
last accounts were waiting the completion of a trestle bridge 
900 ft. long and 90 ft. high. Itis expected that this line 
will be finished from Walla Walla to Grange City, 52 miles, 
by Oct. 1, and the branch from Bolles to Bayton’ 13 miles, 
soon after. 

Osceola & Des Moines.—W ork has been in progress on 
this road for some time, andthe grading is now done from 
Osceola, Ia., northward to St. Charles, about 20 miles. 
Tracklaying is in progress, and the rails are reported down 
for nine miles from Osceola. 


Owensboro & Nashville.—This company has decided 
to issue $2,000,000 m bonds for the purpose of completing 
its road from Owensboro Junction, Ky., to Nashville, Tenn., 
as soon as possible. 


Oxford & Henderson.—Track is now all laid on this 
road, and the first train ran through on Aug. 16. Regular 
trains will be put on shortly. The road extends from Hen- 
derson, N. C., on the Raleigh & Gaston road, west to Ox- 
ford, and is 12 miles long. 


Pennsylvania,—Surveys have been begun by this com- 
any fora branch from the New York Division to Long 
ranch. The line is to be run from Bonhampton, §N. J. (to 

which place aspur about two miles long was built from 
Metuchen over 20 years ago to reach extensive gravel pits 
owned by the road), in as direct a line as possible to Lon 
Branch. This line will cross the Raritan near Crab Islan 
and will be about 27 miles long from Metuchen to Long 
Branch, ‘making the distance from Jersey City to Long 
Branch about 52 miles, or eight miles longer than the New 
Jersey Central’s line. It would strike the Central near 
Matteawan and from that point must run nearly parallel to 
it, The most expensive work about this branch would be 
the bridge over the Raritan. 

Undoubtedly such a line if built would be able to secure a 
share of the Long Branch business from New York, and it 
would be better situated to carry the very large travel from 
Newark, E.izabeth and other New Jersey towns than the 
Central. 1t would probubly be extended down the shore to 
Point Pleasant, to meet the line from Pemberton, which the 
Pennsylvania has nearly completed. 

A survey isalso to be made from New Brunswick to 
Woodbridge, crossing the above line near Bonhumpton. 

This company’s statement for July shows for all lines east 
of Pittsburgh and Erie, as compared with July, 1880: 

An increase in gross earnings of (9.6 per cent.)........... $330,774 
An increase in expenses of (6.6 per cent.)... ............- 142,308 


Net inerease (14.5 per cent.)..........++ ~tiaeue SAD $186,466 


For the seven months ending July 31, as compared with 
the corresponding period in 1880, the same lines show: 
An increase in gross earnings of (10.7 per cent.)....... $2,450,543 
An increase in expenses of (10.1 per cent.) 1,359,330 


Net increase (11.6 per cent.)...............e000s $1,091,213 

For the seven months of 1881 alllines west of Pittsburgh 
and Erie show a surplus over liabilities of $1,804,310, being 
again of $146,380 as compared with the same period of 
last year. 

The Philadelphia North American says: ‘It is expected 
that the new depot of the Pennsylvania Railroad at Fif- 
teenth and Filbert streets will be completed some time in 
October. There are at present about 180 men employed‘ 
and work is frequently continued until 10 o’clock at night. 
Two large engines are continually in use for hoisting the 
brick and materials required in the structure. Leading 
from the ground floor, where the ticket offices are to be lo- 
cated, magnificent marble stairways rise to the main corridor 
or general teen fe ina oe which is 45 ft. in height. This corri- 
dor, like every other portion of the building, will be finished 











Avaust 26, 1881] 


THE RAILROAD GAZETTE. 








478 





in hard wood, and a walnut wainscoating, 18 ft. in height, | 
will surround theroom. A belcony is to be placed 15 ft. 
below the ceiling, which will be spanned with walnut tim- 
bers resting upon marble brackets. Access to this corridor 
can be obtained by means of two elevators, each 8 ft. square, 
besides the stairway already spoken of, and two other ele- 
vators will carry up light e from the - main 
entrance below, In the entresol of the second floor 
are the ladies’ waiting-rooms, café, barber-shop, 
etc. The ‘building proper will be 90 ft. in height, 
and the girders of the roof are already placed. Jones & 
Benner are the contractors for the iron work, and the 
pressed brick is supplied by R. & W. McKay. The 
enamelled brick is from the Excelsior Brick Company, and 
the ornamental brick from the Peerless Company. A quan- 
tity of ornamental terra-:otta work, which is as durable as 
granite, will be a conspicuous feature of the edifice, and this 
is supplied by the Perth Amboy Company. Roydhouse & 
Atkinson have the contract for setting the brick work and 
terra-cotta. When the building is completed, it is expected 
to be the handsomest structure ever erected for depot pur- 
poses.” 

Philadelphia, Marlton & Medford.—Surveys are 
being made for an extension of this new road from Medford, 
N. J., to Point Pleasant, to connect there with the New 
Jersey Central’s Long Branch Division. 


Philadelphia & Reading.—The Receivers’ statement 
of the business of the two companies for July_and the eight 
months of the fiscal year from Dec. 1, to July 31 is as 
follows: 

















July. — Eight months. 

Railroad Co.: ross. Net. Net. 
Railroad traffic $1,645,078.42 $833,311.22 $4,935,634.07 
Canal traffic.. é 294.5 72,873 42 174,700.17 
Steam colliers . = 6. 19,892.13 138,923.36 
Richmond barges...... 5,705.91 *592.71 *1,260.55 
| $1,835,724.93 $925,484.06 $5,247,997.05 

Coal and Iron Co.: 

Total receipts.......... 1,293,591.95 165,576.80 531,595.44 
Total, both Cos........ $3.129,.316.88 $1.091,060.86 $5,779,592.49 





*Loss. 

The business of both companies was very large, making 
July the best month of the year so far, if not the best in 
several years. The expenses do not include interest or 
rentals, the net earnings given being the sum from which all 
charges are to be paid. 

A comparison of net earnings is as follows: 


—— ———July.-——-—~—. — —-Eight months.--—- —~ 
1881. 1880. 1881. 1880. 
Railroad 4. i a 
Co..... $925,484.06 $566,659.24 $5,247,997.05 $4.759,679.05 
Coal : 


Iron Co. 165,576.80 33,954.85 531,595.44 
Total. ...$1,091,060.86 $600,614.09 $5,779,592.49 


*59,076.32 


$4,700,602.73 








*Loss. 
For July the Railroad Company shows an increase of 
$858.824.82, or 63.3 per cent., and both companies.a gain 
of $490,446.77, or 81.6 per cent. For the six months the in- 
crease was $488,318.00, or 10.3 per cenf., for the RaiJroad 
Compiény, and $1,078,989.76, or 22.9 per cent. for both 





companies. we 

«The traffic of the company was as follows: 

ps ; —-—HSuly .-—— ——Eight months —~ 

a 1881 1880. 1881. | 1880. 
Passengers.......... 999,085 908,049 6,582,088 6,225,409 
Tons merchandise... 584,857. 463,137 4,124,026 3,919,789 
Tons coal.... ...... 747,728 460,411 4,828,190 4,228,145 
Tons coal on colliers 51,705 50,406 354,068 353.940 

Tons coal mined: i 
Ry Coal & Iron Co.. 392,376 211,634 2,244,997 2,021,452 
By tenants.........; 127,219 79,215 908,995 694,352 
= ae "519,595 290,849 . 3,153,992 2,715,804 


The increase in‘all the business was large, but the increase 
in gross receipts and net profits was chiefly from the great 
increase in coal production and shipment. The increase in 
coal mined by the Coal & Iron Co. was 228,746 tons, or 78.9 
aad cent., for the month, and 438, 188 tons, or 16.1 per cent., 

or the eight months. 

The North American says : ‘‘ It is expected that the nego- 
tiations pending for some days for the leasing of the great 
shipyard of the Philadelphia & Reading Railroad, at Port 
Richmond, will be closed in a few days. The establishment 
was erected in 1874 by the company» it being a project of 
Mr. Gowen for his -corporation to build its own iron steam 
colliers, and go into Bey shipbuilding. The company 
expended over $1,000,000 in this enterprise, but its 
financial troubles coming on about the time it was 
getting ready to begin operations, nothing was done 
with it. The establishment is pronounced the most com- 
plete for iron shipbuilding to found in the world. It 
consists of forge, carpenter, smith, boiler and machine shops. 
offices, and the largest mould department in the country. 
The whole concern is fitted up with tools of the most ex- 

nsive and approved type. ost.of the machinery is now 
tolae used by William Bement & Co., William Sellers & Co., 
the Cramps, and other firms of the city and vicinity, but 
will be returned again promptly on order. At the office of 
the Philadelphia & Readin ilroad it is said that the con- 
cern is in such complete order that operations could begin in 
it under a week’s notice. The facilities are such that ves- 
sels of the largest class can be constructed, there being 
pleety of dock-room and a sufficient’ depth of water for 

aunching.” i 

Philadelphia, Wilmington & Baltimore.—The 
West Chester & Philadelphia and the Philadelphia & Balti- 
more Central he’ ore controlled by this company 
but operated separately will hereafter be worked directly 
by the company. The two roads together will be known as 
the Central Division of the Philadelphia, Wilmington & Bal- 
timore. The West Chester road extends from West Phila- 
delphia to West Chester, 26 miles; the Baltimore Central 
from Lamokin Junction on the West Chester road, 17 miles 
from Philadelphia, to Port Deposit, Md., 57 miles. 


Potomac, Fredericksburg & Piedmont.—In the 
United States Circuit Court in Philadelphia, Aug. 22, argu- 
ment was heard upon a bill in equity filed in the case of 
Samuel D. Karns and George C. Howe, of Pennsylvania, 
against the Potomac, Fredericksburg & Piedmont Railroad 
Company, Jacob H. Walter, P. Y. Hite, L. Harry Richards, 
and a number of other parties connected with the defendant 
railroad. The plaintiffs contracted to build a portion of the 
road for $1,000,000. When it had been completed, owing to the 
stringency of the times, finding they vould be unable to meet 
all their liabilities, and desiring to protect Hite and Walker, 
who had advanced money to help the plaintiffs to carry out 
their contracts, they assigned and transferred to them the 
claim the plaintiffs bad against the railroad and a certain 
interest therein, also, in trust to pay first, themselves ; 
secondly, to pay the plaintiffs the money due them ; and, 
thirdly, to the payment of certain other creditors of the 
rai The plaintiffs now claim that Hiteand Walker, 
disregardin; had sold all the various interests in 


money to be paid by Richards be given to a receiver. 
judge held the matter under advisement. 


St. Paul Union Depot.—The first passenger trains left 
the new Union depot at St. Paul, Miun., on the evening of 
Aug. 21,.and on the fcllowing day the depot was in full use. 


Savannah, Florida & Western.—With the recen® 
opening of the. new short line from Waycross to Jackson™ 
ville, the usefulness of the old Florida Division from 
Dupont to Live Oak, as the only rail connection to Florida, 
was ended. The company now proposes to make it the 
starting point of a line which will traverse and open up a 
large section of Florida hitherto almost neglected, but which 
contains much good land, valuable for fruit and general 
crops. The new line is to start from Live Oak, Fla., where 
the Florida Division connects with the Jaeksonville, Pensa- 
cola & Mobile, and run thence southward to Rowland’s 
Bluff, the head of navigation on the Suwannee River ; 
thence through the western part of the insula to Tampa, 
and thence southward to Charlotte Harbor, in Manatee 
County, on the Gulf. The —— of the line from Live Oak 
to Charlotte Harbor is about miles, nearly all through a 
country open to settlement and cultivation, and a large part 
of it favorable for the growth of oranges, lemons, pine- 
apples and similar fruits, and early vegetables. This ex- 
tension will be built under two Florida organizations, the 
Live Oak & Rowland’s Bluff covering the Jine from Live 
Oak to the Suwannee River, and the Live Oak, Tampa & 
Charlotte Harbor the rest. Surveys for the road were be- 
gun last week at Live Oak. 


Sioux City & Pacific.—The track on the Nebraska 
Division is now completed to O’Neill, Neb., in the Elkhorn 
Valley, 40 miles west by north from the late terminus at 
Neligh, and 179 miles from Blair. Trains begin to run to the 
new terminus this week. 


Susquehanna & Southwestern.—This company has 
filed articles of incorporation in Pennsylvania for a railroad 
from the Susquehanna River westward through the southern 
couuties of the state, with a branch to the Maryland line. 
It is a reorganization of the old Juniata & State Line Com- 
pany. 


articles of incorporation to build a railroad from Nashville, 
Tenn., to the Kentucky line, to connect there with the ex- 
tension of the Owensboro & Nashville road. The incorpora- 
tors are Edward Baxter, Charles Currey, James 8S. Frazer, 
James Geddes and Baxter Smith. 


Tennessee Southern.—This company has filed articles 
of incorporation to build a railroad from Memphis, Tenp.. 
—— to the Kentucky line in Obion County, about 105 
miles. 


Texas & New Orleans.—From Aug. 15 this company 
works the Louisiana Western road, as noted elsewhere. 


Toledo, Cincinnati & St, Louis.—The Western Con- 
struction Company, contractor for this road, has now parties 
at work at several points between Kokomo, Ind., and East 
St. Louis, Ill., on the grading and bridge masonry. The 
piers for the Wabash River bridge at Eugene, Ind., are 
about finished. The grading is finished for some 20 miles 
east by north from the Illinois Central crossing at Neoga, 
Ill., and track has been laid for seven miles. Track-laying 
is to be begun next week at three other points. The dis- 
oe from Kokomo to East St. Louis by this line is 244 
miles. 


Ulster & Delaware.—The Hunter Branch of this road 
is now completed and opened for business to Edgewood, 84 
miles from the main line at Phoenicia, N. Y. e grading 
is finished to Notch station, four miles further. In this 12% 
miles the road rises nearly 1,100 feet, and there is one short 
grade of 185 ft. to the mile. 


Walden's Ridge.—This company has been partly re- 
organized, and the new board has decided to begin work at 
once on the section from Oakdale, Tenn., to Winters’ Gap, 
a distance of eight miles. The further extension of the road 
will depend upon circumstances 


_ Western North Carolina.—At a meeting of the board 
in Salisbury, N. C., it was resolved to complete the alter- 
ation in the road so as to run through Newton (now reached 
by a spur) as soon as-possible. All untaken contracts on the 
Paint k Branch and on the Ducktown Branch as far as 
Pigeon River were let to the American Construction Com- 
pany. The President reported work progressing favorablv 
on both branches; the line to Paint Rock will be completed 
by Nov. 15. A temporary bridge has been put across Ivy 
Creek, and an iron bridge ordered to cross the French Broad 
near the Warm Springs. 


Western Reserve.—This company has completed sur- 
veys for a railroad from Akron, O., due west to New Lon- 
don, about 45 miles,and the officers are now securing the 
right of way. The intention is to run through to Ft. Wayne, 
Ind., and thence toa connection with the Baltimore & Ohio’s 
Chicago Division. 








ANNUAL REPORTS. 


The following is an index to the reports of companies 
which have been reviewed in previous numbers of this vol- 
ume of the Railroad Gazette : 
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the road toL. Harry Richards. Plaintiffs now ask that the 








Tennessee & Kentucky.—This company has filed | 


5| 34.46 miles, making 162.91 miles. 








60 | Teceived during the year, and $37,500 


Richmond, Fred, & Potomac., 378 
Rome, W'town, & Ogdensburg. 44 
Sy MNES 4... cnstcheknesdnannbas 
St. Johns. & Lake Champlain. 
ey = uis Bridge Co..........«+« 


eee ones we eeee 








5 Souther. Pacific.............+. 331 
Terre Haute & Indianapolis... 44% 
Troy & Boston ... 6. 6 seesee 12 
Troy & Greenfield.... ... ..... 427 

Union Pacific........ 152, 

Utah Southern.... .. 

44 Utica & Black kiver. . 
3 Virginia & Truckee............. 354 
Wabash, St. L. & Pac..27, 164, 176 
7 Wilm m & Northern....... 256 
373 Wisconsin Central..... ........ 831 
. Worcester & Nashua............. 76 

Indianapolis & St. Louis. 

This company, which is controlled and partly owned by 


the Pennsylvania Company. owns a line from Indianapolis, 
Ird., to Terre Haute, 72 miles, and leases the Carbon & 
Otter Creek Valley road, a spur 1.6 miles long. It also 
leases the main line and Alton Branch of the St. Louis, Alton 
& Terre Haute Company, whose earnings are reported sep- 
arately. The report is for the year 1880. 

The general account is as follows : 


SAGE nic. wile vies vek''oos vauhvcesbebheavanes! bakes $600,000.00 
Funded debt.................... se’ 6.050 beee* bap 02 60.6. ae 
Bills and accounts payable and other liabilities. ...... 2,867,580.41 
eer Te se UU 
Road and equipment .......... ...-$4,388,972.30 
SO esas ssc 2606500000 000 *nv0s 97,119.5 
EL ved nude cls Adhd kvsh nde 6so>0me 64,539.26 
Cash and receivables ..... ........... 365,264.11 
Profit and loss, debit balance.. ..... ... '2,051,685.18 
—— —— 6,967,580.41 


The funded debt consists of $2,000,000 first-mortgage 7 
ad cent. bonds; $1,000,000 second-mortgage 7 per cent. 

ods, and $500,000 equipment 8 per cent. bonds. 

The earnings, as stated in the report of the Pennsylvania 
Company, were as follows: 























1880. 1879. Inc. orDec. P.c. 
Freight.......... .$467,514.87 $346,935.26 I. $120,579.61 34.8 
Passengers.... ... 104,727.85 98,354.28 I 6,373.58 6.5 
ins s 00 caswob 20,016.27 16,146.09 L 3,890.18 24.0 
Total......... ..$592,259.00 $461,435.63 I. $130,823.27 28.4 
Expenses......... 420,383.23 265,707.37 I. 154,675.86 58.2 
Net earn........$171,875.77 $195,728.26 D. $23,852.49 12.2 
Netearn C. & 0 
i adchvwkushetaes 828.20 1,749.86 D. 912.66 52.4 
a $172,703.97 $197,469.12 D. $24,765.15 12.5 
Less pool pay- 
ments.... .. 403.22 3,199.52 D. 2.796.20 87.4 
Net balance. ....$172,300,65 $194,269.60 D. $21,968.95 11.3 
Interest........... 250,000.00 286,400.L0 D. 36,400.00 12.7 
inkan: Stenbee $77,699.35 $92,130.40 D. $14,431.05 15.7 
The gross earnings per mile in 1880 were $8,225.82; net, 


$2,384.66; per cent. of expenses, 70.98. 

The report says: ‘‘No definite result has been reached in 
the litigation connected with the lease by this company of 
the St. Louis, Alton & Terre Haute Railroad. 

‘*The earnings of the read from freight traffic show an in- 
crease, but the expenses were more than proportionately 
augmented, so that the net balance shows a decrease of 
$21,968.95. The deficit for the year in meeting its liabili- 
ties was, as already noted, $77,699.35. The betterment 
expenditures of $24,583.42 were made upon bridges, grad- 
ing and right of way. 

“The tonnage of the road shows an increase of 184,060 
tons, mainly in coal, live stock, grain and iron and steel 
rails. The earnines per ton per mile show a slight decrease, 
and the cost aslight increase, so that the net earnings per 
ton per mile were reduced from 0.46 ct. to 0.33 ct. ere 
was an improvement both in the load hauled per car and 
per train. The passenger traffic shows a slight increase in 
revenue.” 

The earnings of the leased St. Louis, Alton & Terre Haute 
road were as follows: 

















1880. 1879. Inc. or Dec. P.c. 
Gross earn... $1,417,663.00 $1,040.023.27 I. $377,639.73 36.3 
Expenses ... 723.52 737,020.58 I. 243,702.94 33.1 
Netearn... $436,939.48 $303,002.69 I. $133,936.79 44.2 
ss poo 
payments. . 826.75 6,122.67 D. 5,295.92 86.5 
Net _bal- Ri 
ance ....... $436,112.73 $296,880.02 I, $139,232.71 46.9 
Rental. . ... $50,000.00 a aragonite nan 
Loss........ $13,887.27 $153,119.98 D. $139,232.71 90.9 


The rental was not paid, the net earnings of this line be- 
ing — into court during the pending suit. 

The gross earnings per mile were $7,270.07 : net earnings 
per mile, $2,240.72 ; per cent. of expenses, 69.18. 

The tonnage of this leased line was 781,654 tons, an in- 
crease of 45 per cent., chiefly in grain, coke, stock angi rails. 
The revenue and cost per ton per mile varied slightly from 
1879, and the net result per passenger per mile was the same 
in both years. The passenger traffic also increased. Theaver- 
age train load shows an increase. 





West Jersey. 


This company works a line from Camden, N. J., to Cape 
May, 82.47 miles, and branches from Glassboro to Bridge- 
ton, 18.60 miles; Elmer to Salem, 16.58 miles; Woodbury 
to Swedesboro, 10.80 miles, and Newfield to Atlantic City 
The main line an 
Bridgeton Branch, 101.07 miles are owned: the rest leased. 
The West Jersey & Atlantic road, from Newfield to At- 
lantic City, was built last year, and was worked for 644 


26 | months of the year, which is that ending Dec. 31. 


The equipment consists of 22 engines; 73 passenger, 10 
combination and 7 baggage cars; 30 hox, 2 stock, 75 plat- 


° | form and 99 dump cars; 26 hand and 20 push cars. 


The general account is as follows, condensed : 


354 Stock........ : $1,359,750.00 
Ge | DOMES... 2.2... neces ween senseveceensserseescees 2,655,000 .00 
Cape May & Millville old stock and certificates .... 6,900.00 
Accounts and balances due...... . ...........2.05 80.441 .97 
IRS oided FAKES oad! hc) S¥5s ROSELLE Cs esos 153,712.12 
IG Thiet nd niente mds gh.om sume cma beien - see» $4,255,804.09 
ON, Gia 56 otk + 0 ode sds cbucddvelses $3 185,151.12 
Stocks, bonds, etc. . ............6+. 692,591.47 
i Ci a tatesh one timm).0 anc 181,250.00 
Di tsvisessheesoscneneeentaene 43,272 .90 
Balances receivable................. 87,164.00 
EN ein Se6aie soe ae 66,374.60 
— ——_ 4,255,804.09 


The bonded debt was increased $124,400 during the year. 
The trustees of the sinking fund hold $310,500 of the bonds 
Of the company and its leased Jines; they report $38,017.50 

bonds bought. 
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The earnings for the year were as follows: 











1880. 1879. Inc. or Dec. P.c. 

Passengers....... $480,423.82 $331.924.36 I. $148,499.46 44.4 
Freight.......... 199.500.97 189,972.28 I. 9,618.69 5.1 
Mails, etc......... 76,591.81 61,826.47 J. 14,765.34 23.8 
Total............ $756,606.60 $583,723.11 I. $172,883.49 29.6 
Expenses .. ..... 483,128.93 332,365.99 I. 150.762.94 45.4 
Net earnings.... $273,477.67 $261,357.12 I. $22,120.55 8.8 
ile...... . 5,146.98 4,554.64 I. 592.34 13.0 
= ne See 1,961.27 D. 100.88 51 
Per cent. of ex 63.86 56.94 I. eee 


The increase in earnings was largely due to the opening of 
the Atlantic City line. The increase in expenses was due to 
largely increased train service, and to the greater extent of 
road to be worked and cared for. The rates were also lower 
both on passengers and freight. 

The income and profit and loss accounts were as follows: 











DI 3 nob pn0ss cena nsabtececsecees caseoesceed $273,477 .67 
Interest dividends received .. .... bate dA ntiobwaes 2,084.28 
ase cael cetrkok sas tiash~ dkaenenieatd es $275,561.95 
Interest on bonds....... Sc iieerganilecabeibes $171,022.00 
ae canis Leasinaceke . .aieehasee 41,613.96 
—_- 212,635.96 
Surplus for the year...............ccceeeeeeeeeee $62,925.99 
Premiums on bonds sold....... ©... 2... cece cece eee eee 7,158.38 
Balance, Dec. 31,1879. — ............. 90,371.68 
ii pein cheeekanhivers geen enckwansennes Of $160,456.05 
Discount, legal charges, etc...............0..ee eee cee 6,743.93 


Balance, Dec. 91, 1880...........0..6. 6. esses $153,712.12 
During the year the sum of $102,000 was charged to 
equipment. The sum of $150,000 has been set aside to pay 
for new second tracks. 
The earnings, etc., were divided as follows : 


Earnings. Net earn. Rentals. Loss 
West Jersey... $643,026.04 $269,378.09 ...........0 cece eee. 
Swedesboro.... 17,282.10 2,297.57 $19,901.00 $17.603.43 
Salem.......... 25,561 .81 *6,777.86 13,133.00 19,910.86 
W. J. & At 70,736.65 8,579.96 TER ove cccccec 
*Deficit. 


The gross earnings of the express business were $54,031- 
.93 ; net, $30,460.79, a considerable increase. 

The business of the Stockton Hotel at Cape May, chiefly 
owned by this company, was less satisfactory than in 1879, 
showing net earnings of only $3,016.90, a large decrease. 

The traffic for the year was as follows: 








Engine mileage: 1880. 1879. Inc.orDec. P.c. 
Passenger.... ....... 461, 362,797 I. 99,088 27.5 
Freighs............... 116, 108.948 I. 7,388 = «6. 
Distributing.......... 45,305 11,800 I. 33,505 283.9 

Tete. 055.2203 623,526 483,545 IL. 139,981 18.9 
Passengers carvied... 969,197 659,862 I. 309,335 46.9 
Passenger miles ..... 32,377,640 16,674,109 I. 15,703,531 94.2 
Tons freizht carried. . 86.350 162,4 A 23,883 14.7 
Ton miles.... ....... 5,680,110 5,217,286 I. 462,824 8.9 

Av. receipt: 

Per pass. per mile.... 1.48 cts. 1.99 cts. D. O41ct. 20.6 
o i net. 0.34 * 0.52“ D. 0.18 * 34.6 
Per ton per mile..... 3.51 “ 3.64 ° D. 0.13 “ 3.6 
™ - et.. 149 * im.” Db O04 24.7 


The increase in passenger miles was due to the opening of 
the West Jersey & Atlantic road. ‘The low average pas- 
senger receipt is due to the large number of excursion pas- 
sengers carried at very low rates, 

During the year 6.68 miles of steel rails and 54,456 new 
ties were in renewals. There are now 37.33 miles of 
steel rails in the track. Two engines, 25 passenger and 2 
baggage cars were added to the equipment. Work has been 
in progress on a second track from Camden to Woodbury, 
11 miles, to accommodate the increased local traffic. 

The report says of the West Jersey & Atlantic road : ‘“‘ As 
the. operations of this road would be so closely allied witb 

our line, upon which it depended for a connection with 

hiladelphia, a satisfactory arrangement was made with it 
for the carriage of its traffic over your road, and for the 
division of the revenue from the same, both passenger and 
hte gan on a percentage based upon the mileage of each 


“A contract was also entered into between the companies, 
under which your company agreed to furnish the equipment 
of both engines and cars on an equitable charge, based upon 
mileage, and ee the property of the West Jersey & 
Atlantic Rail Company as its agent, thereby securing to 
that company the advantage of the use of the West Jersey 
equipment, without assuming liabilities of any kind on the 
part of your company. 

“The traffic brought to your lines by the construction of 
the West Jersey & Atlantic Railroad amounted to the sum 
of-$59,834.22, of which 25 per cent., or $14,958.55, will be 
due under the terms of the traffic contract, and for which 
your company will ultimately acquire an equal amount of 
capital stock of that company. 

‘ Owing to the opening of this road so late in the season, 
and the want of information in regard to it by the public 
earnings of the past six months should not ie considered 

as a bagis for future estimates.” 


Ste Johnsbury & Lake Champlain. 


This company succeeded through foreclosure to the Port- 
land & Ogdensburg, Vermont Division, which was made up 
of three companies, the Essex County, the Lamoille Valley 
and the Montpelier & St. Johnsbury. The new company 
was formed by the old bondholders, and all information as to 
the securities issued been withheld. The only statement 
published has been a brief sutamary of the earnings and ex- 
—" for the year ending June 30, 1881, which is given be- 





Ow. 

bar road extends from Lunenburg, Vt., to Swanton, 120 
miles. 

The earnings for the year were as follows : 


Gross earnings ($1,487 per mile)......................... $178,: 
Expenses (71.07 per cent.)...............0005 ceeeeeeeeees 126,932 
Net earnings ($431 per mile)....................... 1,667 
Balance of iuterest...... na PAID vakaveswie $19,376 - : 
ak 0.0s vcs bsecdicdbioseesccencerce 25,660 
<——= 12h O08 
Balance............... DAR EE LES SE Bea $6,631 


The increase of earnings over the previous year is reported 


to be 22 per cent. 


The stockholders voted a year ago to issue $600,000 bonds 
for the purpose of funding floating debt, providing new 
What part 


uipment and putting the road in good order. 
of these bonds, EF any, has been issued is nut stated. 


Atlanta & West Point. 


This company works a line 87 miles lon 
Ga.; to West Point. Of this it owns 81 miles and leases the 


remaining six miles (from Atlanta to Hast Point) from the 


Central, of 


companies. 
The equipmen' 


from Atlanta, 


and the Georgia 
consists of 18 engines; 10 passenger, 1 


; LOCOMOTIVE RETURNS, MARCH, 1881. 
Master Mechanics of all American railroads are invited to send us their monthly returns for this table. 































































* Five empty cars rated as three loaded ones. | 
+Switching engines allowed 6 miles per 
actual distance run. 
+ Switching engines allowed 6 miles per hour. 
§ Fuel not estimated. 
i Two empty cars rated as one loaded one. | 
{ Three empty cars rated as two loaded ones. | 





postal and 3 baggage and express cars; 122 box, 28 
48 platform, 13 coal and 5 caboose cars. 
e general account is as follows: 


Stock ($15,212 per mile) 
Bonds ($556 per mile) 
Accounts and balances 
Profit and loss 


45,000. 
15,440.15 
42,273.76 


Total 
Road and property ($14,675 per mile) .$1,188,650.62 
Stock, Vicks. & Mer. R. R 3,234.00 
Accounts and balances receivable. .... 85,070.60 
b ; 57,958,69 


Cas 
——— 1,334,913.91 
The capital account is extremely light. The bonded debt 
was reduced $20,000 during the year and will shortly be 
entirely paid off. Stock has not been changed for a number 
of years. 
The earnings for the year were as follows: 
1880-81. 














1879-80. Inc. or Dec. P.c 
i er $114,227.55 $110,592.39 I. 3,635.16 3.3 
YEON onnsesscces 263.200.35 220,215.43 I. 42,984.92 19.5 
Mails, etc......... 40,626.44 7,322.75 LL. 3,303.69 8.9 
| eer $418,054.34 $368,130.57 I. $49,923.77 13.6 
Expenses ......... 310,420.13 214,801.56 I. 95,618.57 44. 
Net earnings ...$107,634.21 $153,329.01 D. $45,694.80 29.9 
Gross earn. per 
~ Say 4,805.22 4,231.39 I. 573.83 13.6 
Netearn. permile. 1,237.17 1,762.40 D. 525.23 29.9 
Per cent. of exps.. 74.26 58.35 I. See. éshes 


Expenses include $6,000 for rental of Central and Georgia 
tracks; also, about $60,000 for new equipment and other 
betterments of property. The large increase in expenses is 
due partly to these large renewals and hetterments, and 

rtly to the heavier business at lower rates and the general 
increase in prices. 

Payments from net earnings were as follows: 





De SAE EEE ET Eee Cree $107,634.21 
Interest aecount......... 24.83 
Dividends, 8 per cent 576.00 

—_——- 102,100.83 

Burples Gor the POOP ciiiccs sca vecernsccewwsbsh ded $5,533.38 


The usual dividends were paid, leaving a small surplus for 
the year. 
The business of the year was as follows: 





1880-81. 1879-80. Inc. P.c. 
Passengers carried. . . 70.786 47,069 23.717 50.5 
Bales cotton........ .. 96.514 88,863 7,651 8.6 
Total tons freight............. ... .273 99,604 24,669 24.8 


Of the cotton carried 34,426 bales were through and 
62,078 bales local. Of the passengers 18,236 were through 
and 52,550 local. The leading items of tonrage were 21,704 


tons lumber, 6,080 tons fire-wood and.4,223 tons coal. 
The road has been working the standard rates of the 








stock, | Georgia Railroad Commission on all local business. From 
Se 


last severe winter. 
good order, and the work of ballasting i: being continued as 





tons cotton, 17,696 tons fertilizers, 16,324 tons corn, 6,690 















































































| & | AVERAGE Costin | AVERAGE 
| = | 5 | MILEAGE. Mites Run To | TRAIN. CENTS PER Cost PER MILE IN CENTs For Cost or 
|——- ———. ° — cussion waminciy‘asib 
ig) BL TLE EERIE EZ gI Zl El Ele z/ 8 ¢ 
ai z| & S lel - ei/Rié Pig 5 L 
| Sia! ; = -m | 3° i] 5b} fe 4 : |] ~ $ 
NAME OF RoaD. ee 8 giiie 5 - 2/3 a |: : zB EH ; Bly 
2 z ; Cea Bee Sr hr lads Wid : | 5 
eee aoe .. 1 F4 Si: 18 Si 8 le se its 2 Bal: | 8 |g 
rs a : PRs Qa : 2 4 1 | = - : i ate 3 
raeey te z : , os ° 5 | @ ekg $ 8 Hae ie 
P18) 3 S| 18 pas Pui “PSM Sp dds 
| “a ? is posal} ke 2 ioGgrersy ffs 
bcc Weal elias pao ene Pom “8/8 
Allegheny Valley, River Div*... 139! 89} 989094 | 30. 20.47) 3.20| 22.60| 5.209 0.7883| 5.75) 4.31) 0.53].. .. | 6.44/17.08}..... cae 
w ie Div.* 120} 20) 45,591 ® .. 10,50; 3.09) 19.70) 5.160) 1.053; 5.95) 5.13) 0,72)...... 6.90) 18.79)...../..... 
| 19; 53,070 y 22.39) 2.70, 14.10 4.708, 1.723) 6.11) 4.901) 0.47}.... 5.41/ 16.80) 1.70) 1.08 
0} 23) 67,721) 2, 4 18.87, ° | Seanad 7.56) 14. 0.49) 0.36) 7.26) 29.69) 6.30 4.60 
te | 29} 80,289} 2/767) 32. 0.77 0.44) 0.86] 7.01] 37.91] 6.30 4.60 
WIGS DAUALS. . csécckccvedic 1157| 14! 35,816! 2) z 0.48} 0.09} 6.45) 43.57] 6.30) 4.60 
ROO HOS Sask nc asset xcnshe | 170) 14; 37,079) 2,649) 34, | 0.48) 0.24) 8.46) 58.17)14.20)| 4.60 
Los Angeles, San Diego,| | | | j 
Yuma & Wilm. Divs.t.......| 416) 32) 100,064) 3,127| 48.41)......, 15. 8.49) 32.23) 0.57] 0.28) 6.83| 43.40/14.20| 4.60 
Gila & Tucson Divs.+.... ......| 550) 33) 102,796) 3,115) 51. | 18. .47| 27.42! 0.50) 0.40) 7.73! 39.52) 14.20) 4.60 
California Pacific Div.+.... | 12) 82,513) 2.709 24 0.42) 0.73) 6.85) 23.49) 6.30) 4.60 
Stockton & Copperopolis. 5) 6,006 7,201). 0.41| 0.30) 5.74 - -| 4.60 
Sacramento Div.+ 102,554) 2,501). 0.43) 0.31) 8.67 -+»| 4.60 
Oregon Div.+ 176) 3,242). 0.86) 0.07| 7.36) 17.55).... .| 4.60 
Truckee Div.+ 205 63,969 2,336) 0.44) 0.39) 8.72) 30.30) 6.30) 4.60 
Humboldt Div.+..........sceeee 209 51,737) 2,54’ 0.42) 0.37| 7.74) 38.25] 6.30! 4.60 
Salt Lake Div.+ 19 79,998! 2,66 0.57| 0.22) 7.17| 33.23) 6.80) 4.60 
Chi. & Eastern Iil., 115,495) ..0. | 0.49 5.70| 15.20].....|..... 
Terre Haute Div.+ | 65)5°° oot RS | 0.30). 459) 12.30)... .|..... 
Cleveland & Pittsburgh*......../225| 85, 220,965) 2.60)! 29.96). .... | 0.54 6.42| 16.12) 1.32) 3.00 
Cleve., Tus. Val. & Wheeling...| 158) 29) 75,824 3,781) 31.10 15.88 0.49 6.26! 12.82) 0.81) 2.00 
Dela., Lacka. & Western, | 
Bloomsburg Div.§ .......... .. | 80) 26| 78,609! 3,023)...... | 0.60) 4.43) 6.15)... .Jeccee 
Erie & Pittsburgh*........cccsces ear erst lecdes |easensleeverslencees Josceseleces sleceee 
Grand Rapids & Indiana........ | 382) 42) 127,974! 3,047) 34.55/38.00 18.49) ....+.).ses0/.0-- aol 9.29) 0.43 5.69) 19.95) 3.50| 2.50 
Green Bay & Minnesota]... .. -| 240) 16) 32,490) 2,925) 40 $2/26.08) 22.01'...... . 3.80, 9.42) 0.50 4.96) 18.65) 4.99 2.25 
{llinois Central, Chicago Div.]. | 365/107 2, 35} 30.19).. -| 3.75) 5.69) 0.35 6.05) 17.65) 1.60) 3.25 
Se eee 101' 18 35. | 1.59) 4.58) 0.24).. 6.00; 11.32) 1.6) 3.25 
North Div. .| 345) 64 23.4 4.65| 5.61| 0.84).. 5.71) 16.31| 1.60 3.25 
Springfield Div.| | 118] 13 30.15 2.92) 4.81) 0.84 5.18 13.25; 1.40 3.00 
UN SE ns, scant kasapeancinn’ 401; 41) 131,976, 3,219) 34.31)...... 4.63) 6.77) 0.24 6.44, 18.08) 2.25) 5.00 
Jeff., Madison & Indianap.*. ...| 226) 40) 113,088) 2,826) 24.30) ..... 5.59 8.52) 0.35 6.00, 23.20) 2.75) 2.66 
Kan. City, St. Jo. & Coun. BIT...) 247) 33; 116,934) 3,077| 40.30). 4.00 6.00) 0.30 6.20 16.50) 2.30) 3.70 
Lake Shore & Mich. So. | | | | 
Div. | 22 3.77) 8.32! 0.33 6.29) 18.75| 2.60 5.49 
‘ 316 ¥ eee.) 507 7.26) 0.35 6.01, 18.69) 2.27) 5.43 
») eh eens ’ ee--| 3.04, 10.45) 0.47 7.23 21.22) 2.67 4.08 
h. | | 298) 2. shee .s eeee| 3.91) 9.27) 0.32 6.14 19.€7| 3.10 4.63 
Little R’k, Miss. Riv & Texas...|153| 12) 29. | 8.76 455) 0.66) 1.00, 6.52) 16.49)... . | 2.25 
Louisv’e & Nashv’e, First Div**|470) 50) 183,387, 2728 4.73) 17.52 3.130) 1.250) 3.34) 7.11] 0.38) 1.82] 6.62) 19.22] 1.91) 2.15 
Second Div.** ... ... ... --| 200} 27) ‘TL,101) 2,633) 4.99, 15.26 2.690) 1.140) 4.59) 5.67) 0.23) 1.43) 6.56) 18.48) 1,73| 2.52 
Memphis Div.**....... --| 189) 14) 384 2,747 5.72 17.52 2.720) 1.809) 7.53, 7.72! 0.25) 1.78) 6.05; 23.23) 2.34) 2.00 
Nash. & Decatur Div.** «| 122) QL 69,701, 2,891) 5.09; 16.96 3.060) 1.080) 5.41) 6.75) 0.32} 1.23) 6.31| 29.07) 1.84) 2.80 
South & North Ala**.. --| 189; 40) 99,35: 2,484! 4.51) 15.94 3.760) 1.259) 5.96) 8.35) 0.36) 0.50 6.20) 21.46) 1.91/ 2.50 
Mobile & Montgomery* 1189 89) 66,494) 1,708) 6.13 14.32 3.630) 1.659) 8.13) 8:54) 0.36) 1.36! 7.07) 25.46) 2.82) 2.50 
SS Ora 207; 29 68,790) 2,369) 3.71) 12 26 2.970) 1.47 | 5.93 3.95) 0.82 1.82 6 66) 17.68 1.48); 1.59 
Ev., Hen. & Nash. Div.** ... 135) 35 83,450 2'381| 3.72, 13.85 4.1909) 1.480) 6.72; 5.03 0.32) 1.77, 6.86) 20.20) 1.24; 1.76 
New Orleans Div.**........ ... 141) 26 62,086, 2,388) 6.24 17.75) 3.270) 1.22)) 6.36) 7.93, 9.38) 0.87 6.40) 22.08) 3.50) 1.6) 
Pensacola & Selma Divs.* 18t} 21 29,827| . 1,420) 40.62)......| 19.61)...... 9.23). 1.68) 2.17) 5.52 0.14) 0.30 6.54) 15.47| 2,82) 1 60 
Marquette, Hough. & Ont... 88) 39) 16,888) 563) 43.33). ..../ 21.54) ..... 00 eoeee| 1.70] 12.41) U.51).....- | 5.38) 20.0) 4.50)... 
N. Y., Pa. & O., Eastern Div -| 228) 89 9 ¥ 3.81! 6.99) 0.64)...... | 6.29) 17.88) 2.10) 2.64 
Western Div.........s00.+6+ --|197| 57 4.20; 8.14 0.49)..... 5.99) 18.82) L.s5) 2.64 
Mahoning Div................+. 121| 50 4.22) 6.32! 0.49 5.77| 16.80) 2.20) 2.60 
No. Cent., Fl. & Can. Divs......| 1 45) 4.74; 7.06) 0.55) . 8.37, 18 72| 1.80) 2.32 
CI cn os ncven conecé wae 1.19) 3.00) 93¢ 5.46) 10.04).... .)..... 
Pennsylvania, New York Di 7.4)/119), 0.80 +} 21.10) 3.4) 3.74 
Amboy Div.++ . 5.19! 7770! 0 60 -| 13.40) 8 40) 3.904 
4.50] 12.90, 0.7,).. -| 18.10) 3.4)| 3.94 
6.19) 53.30, 0.70 -| 12.10) 1.2 4 2.64 
96) 5.29) 0.50 | 15.3) 1.2)| 2.64 
47°) 5.30) 0.70 | 10.79) 1.20) 2.64 
2.20! 6.4)) 0.50; -| 91) 1.20) 2.64 
aS) BE) Sac Aas eae 
Lewistown Div.++ | 1 x .5 +| 21. ~20) 2.76 
Bedford Div.4+.... "| 8.50] 3.89) @.30 "| "769| 1.20| 267 
Frederick Div.++.. 1.40; 5.90 0.60'.. 7.90) 2.09) 3.84 
Pitts.. Va. & Ch. 6.3)| 3.00 0.60 9.9)| 1.2)| 2.70 
Pitts., Ft. Wayne & Chi., 
hina i a CEA a Te GRD APN ENE, FEAT eye) Mee eeee Fes. test Rs eery Apeee | 22. eens panes Ta ese] enesesfoscscaboesag 
WE GUROET UEC", coc ccccscccccoces | 280 438,025) 3,599 . 19.10) 6.29} 19.30 1.901) 1.029) 4.73) 5.27, 0.30) 1.31, 6.07) 17.73) 1.67) 1.67 
Pitts., Cin. &St. Louis, (ae P | 
Little Miami Div.* 109,032 2,947 13.84, 4.62) 16.02 35.42) 1.227 4.85) 6.76 0.53 2.21) 5.94) 20.24) 2.89 1.50 
Be PROP 8 2 | Creer Cs eee ces ees eee a \eesess|sseeee|oseeee aeeeeelenenee « Rie, Nick can Siasiotieigcalesst Estes 
abash, St. L. acific, | 
Peoria & Iowa Div | ee Sas tetaleabenueeasas 4.37, 5.17, 0.42......| 6.68/ 16.64) 1.50) 2.50 
West Jersey...cc..cccccceee RRS] PRIS Beeeer ml “ea 8.30) 11.70) 0.5044 ..+ s04-+| 20.50) 4.00) 4.01 


ene cagines allowed 6 miles per hour; five empty cars 
oO: ones. 


hour; helping engines, | rated as three 


++ Engineers’, firemen’s and wipers’ wages not included in cost. 
The ton of coal is 2,00) lbs., unless otherwise noted; 25 bushels 


| counted to the ton. 


Repairs generally include all shop expenses. 


pt. 1, an increase of 25 per cent. was allowed, ex- 


| cept on cotton and fertilizers. 


Bodatyt aie SEE $1,232,200.00 | 
- 00 | 


Some trouble was caused by unballasted track during the 
The ballasted portion of the road is in 


fast as possible. Eight miles of old iron rails were replaced 


—_—______— | with steel, and about 600 tons of steel will be used this 
$1,334,913.91 | 


season. 

Two new heavy freight engines were received, and three 
light ones were sold and one broken up. Three new pas- 
senger engines are nearly finished ; when received two old 
ones will be sold. Three passenger and 41 freight cars were 
added to the equipment. 

The President’s report says that the results of the year are 
as favorable as could have been expected in view of the gen- 
eral reduction in rates and the increased cost of working on 
account of higher _ The rates now oe on 
through business and those established by the Commission on 
local business do not admit of the accumulation of any 
considerable reserve fund. The relations of the company 
with the Railroad Commission have been friendly. The 
President considers that little or no further injury will be 
done to the road by the building of new lines, but increased 
business may rather be expected from the extension uf 
the Southern railroad system. 





Columbia & Greenville. 





This company succeeded last year by purchase at fore- 
closure sale to the property of the Greenville & Columbia 
and the Laurens companies. The road consists of the main 
line from Columbia, 8. C., to Greenville, 143 miles; the 
Laurens Branch, from Newbury to Laurens, 3114 miles; the 
Abbeville Branch, from Cokesbury to Abbeville, 12 miles, 
and the Anderson Branch, from Belton to. Anderson, 10 
miles, 197 milesin all. The following statement gives the 
earnings, etc , of the road under the new company from 


Oct. 23, 1880, to June 30, 1881, a period of eight months 
and eight days: 
csthivat-5 ci aneceis cede ees rated Sethe: 6). abbatpinyiheienh $378,287 
Pebwisacbin«ccnsshatecks ssebsiscchelecas Oe cece 74,187 
PINGS 2 CE A Dn chee bs cpstbesedcccgactaeas eeatene 5 
po EL | Re eer eee mn ey Pn ee $490,997 
Working expenses (46.29 per cent.)............. $227,286 
Extraordinary expenses (17.35 per cent.)...... 86,088 
313,374 
Net earnings ($902 per mile)...............0iseeeeee $177,623 


The earnings from Jan. 1 to Oct. 23, 1880, were $424,- 
160.25 gross, and $66,581.66 net. 

The new bers og A was to issue $2,000,000 bonds in which 
all debt was to unded. 

The comeaeay operates the Blue Ridge road, from Ander- 
son to Walhalla, 3214¢ miles, under temporary agreement. 





Its earnings are not included above. 











